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BOITHRE  lARAINN  na  hEIREANN 


TUARASGBHAIL  AN  CHOIMISIUIN  DO 
CHEAP  AN  RIALTAS  SEALADACH 


Dubhradh  linn  trí  nithe  d’iniúcha  : — 

1.  Stáid  Bhóthar  larainn  iia  hEireann  fé  lóthair 

2.  An  tslí  ab  fhearr  chun  a riara  d’fhonn  leasaLuchtScaranua 

Lucht  Oibre  agus  au  Jdiobail. 

3.  Na  ceangail  atá  idir  Oibritheoiri  na  mBóthar  larainn 

agus  na  Cóluchtaí. 


CUID  I. 

í 

Staid  Bhóthar  IaraIjN*k  na  hEireann  fb  Lathair.  f 

Xa  Bóithre  larainn  mar  atáid. — Tá  3,4'>4  mile  de  bhóirhre 
arainn  in  Eirinn.  Cé  nách  mórán  é sin,  tá  4(5  cólucht  os  a gCj^Dnn, 
icli  tuiteann  an  obair  stiúrtha  ar  28  cinn  díobh  san/.  Tá 
£46,853,324  de  bliun-airgead  as  a bhfaclitar  ús  ionta.  Aii'Wáth- 
eithead  (5'  3")  atá  i 2,896  míle  agus  leithead  3 troighthe  a 558 
tníle  ; ’na  theanta  san,  tá  24  míle  a dineadh  ar  chostas  an  Rialtais 
limsir  an  chogaidh  mhóir  ; leis  na  mianaigh  ghuail  a bhainid  sin. 


Ceatuíocht  do  sna  Bóithre  larainn. — Is  minic  a cuirtear  Bóitlire 
[arainn  na  hEirearm  i gcomparáid  le  bóithre  iarainn  i dtíortha 
iile,  (Sasana,  an  Bheilg  agus  an  Ghearmáin  go  speisialta).  Is 
‘ánach  an  comórtas  é,  ámh,  mar  ní  mar  a chéile  an  dá  chás.  Is 
ns  na  bailtí  móra  mórtimpeall  an  chósta  atá  na  tiúscail  gur  fiú 
i áireamh  in  Eirinn,  agus  is  beag  abhar  déantúis  a bhíonn  le 
liompar  ag  na  bóithre  iarainn  dá  bhrí  sin.  Sé  an  scéal  céanna  é 
naidir  le  lucht  taistil,  ós  rud  é go  bhfuil  comhnui  ar  an  gcuid 
s mó'aca  cois  fhairge.  Seo  iad  na  figiúirí. 

43  badtí  rnóra  in  a bhfuil  breis  is  5,000  duine  i ngach  baile 
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IRISH  RAILWAVS. 


REPORT  OF  COMMISSION  APPOINTED 
BY  PROVISIONAL  GOVERNMENT. 
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The  reference  to  us  comprises  three  heads  of  enquiry  : — 

1 . The  present  position  of  Irish  Bailways. 

2.  The  best  method  of  administration  in  the  interests  of 

the  Shareholders,  the  Employees,  and  the  Public. 

3.  The  relations  between  the  Railway  Worhers  and  the 

Companies. 


PART  I. 

Present  Position  of  Irish  Railwats. 

Numher  of  Kailways.~Theve  are  in  Ireland  46  dilferent  Rail- 
ways,  28  having  a separate  and  distinct  management,  and  18 
worked  by  one  or  other  of  the  28.  The  total  Capital  upon  which 
interest  or  dividend  is  payable  is  T46,853,324 ; the  total  route 
mileage  is  3,454,  of  which  2,896  miles  fiave  the  Standard  Gauge 
of  5 feet  3 inches,  and  558  miles  have  the  Narrow  Gauge  mainly 
of  3 feet.  In  addition  there  are  three  Colliery  Railways,  which 
were  constructed  at  Government  expense,  and  which  are  24  miles 
in  length.  The  first  schedule  hereto  sets  forth  the  detailed  par- 
ticulais  of  all  the  Irish  Railways. 

Disadvantages  of  Irish  Railways.—Cviticism  of  Irish  Railwavs 
and  their  management  is  frequently  founded  upon  a comparison 
with  Railways  in  other  countries,  notably  Britain,  Belgium,  and 
Germany.  Such  a comparison  is  misleading,  for  it  ignores  the 
essential  facts  of  the  situation.  The  Irish  Railways  are  handi- 
capped  by  the  absence  of  several  conditions  that  make  for  railway 
prosperity,  efficiency,  and  cheapness.  In  Ireland  all  the  principal 
manufacturing  industries  are  on  the  seaboard,  consequently  the 
haulage  of  the  raw  materials  of  manufacture  is  inconsiderable. 
For  the  same  reason  the  population  is  also  clnstered  round  the 
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ac  1 ; cois  fhairge  no  cois  aibhne  móra  atá  23  de  sna  bailtí  sin, 
1,  04,347  an  lion  daoine  a chomhnuionn  ionta  agus  ní  chomh- 
nríonn  ach  160,073  sna  20  bailte  eile  atá  i lár  na  tíre  istigh.  Is 
tu  githe  as  san  gur  beag  an  lucht  taistil  agus  (iarraí  a bhíonn  ar 
blóithre  iarainn  na  hEireann  seochas  mar  a bhíonn  ar  na  bóithre 
i c tíortha  eile.  Agus  fós  is  beag  le  rá  na  mianaigh  atá  in  Eirinn  i 
gc  Smórlas  leo  so  i dtíortha  eile,  mar  a geimeádaid  na  bóithre  ag 
obiir  go  dian.  Ní  mar  a chéile  an  tairbhe  agus  an  úsáid  is 
féiiir  a bhaint  as  na  bóithre  iarainn  in  aon  dá  thír.  Bíonn  a 
sei-cht  n-oirid  oibre  le  déanamh  ag  na  bóithre  iarainn  i Sasana 
agis  mar  a bhíonn  in  Eirinn.  Sa  mbhain  1920,  cur  i gcás,  do 
hi(  (mpruigheadh  3,099  tonna  ar  gach  mhíle  de  sna  bóithre  iarainn 
i ^ asana  gach  aon  lá  agus  níor  iompruigheadh  ach  428  tonna  in 
Ei  dnn  in  aghaidh  an  lae. 

Staid  fé  láthair  maidir  le  hAirgead. — Bhí  Bóithre  larainn  na 
hl  ireann  fé  smacht  Rialtais  Shasana  ón  ladh  lá  d’Eanair,  1917, 
go  dtí  an  ISadh  lá  de  Lughnasa,  1921.  Níor  cimeádadh  cúntas 
cruinn  ar  taisteal  na  saighdiúirí  ná  ar  iompar  earraí  anHialtais 
le  a-a  hnn  sin  agus  dá  dheascaibh  sin,  ní  féidir  le  héinne  meastú- 
ch  ín  do  dhéanamh  amach  ar  an  méid  airgid  do  buadhadh  no  do 
ca  lleadh  ar  na  bóithre  iarainn  ó 1917  go  1921. 


Deirtear  gur  bhféidir  do  dhuine  roimli  1914  scaranna  do 
ch  íannach  i mór-bhóithre  iarainn  na  hEireann  gan  baol  cailhúna 
ag  is  go  mbíodh  brabach  réasúnta  le  fáil  asta.  Seo  teasbáint  ar 
an  méid  a díoladh  as  na  scaranna  coitianta  ins  na  Cóluchtaí  is 
tá  ihtai  : — 


1904. 

1905. 

1906. 

1907. 

1908. 

1909. 

1910. 

1911. 

1912. 

1913. 

C6  B léil  Feirste  agus 
Co  an  Dúin  (B.C.D.)I 

54 

6 

6i 

' 64 

1 

64 

64 

64 

64 

1 

64 

1 

64 

Có  ' 'horcaighe  agus 
Dj  Dicheafl  na  Bann- 
dni  (C.B.). 

21 

21 

2li] 

34 

O 1 

4 

34 

3Í 

3S 

Có  B uiile  Atha  Cliath, 
Cl  [ Mhanntain  agus 
L(  ch  Garmain 

(F.C.L.G.). 

1 ' 

1 

1 

l 

Có  an  Tuaiscirt 
(An  T.). 

64 

64 

64 

64 

5i 

54 

54 

5g 

54 

6 

Có  a i Deiscirt  agus  an 
la ’thair  (An.  D.) 

3i 

3i 

4 

4i 

44 

41 

44 

44 

5 

5 

Có  a 1 Mheadhon  TÍre 
afi  iis  an  larthair 
{A  n.  Mh.  T.) 

3 

3 

3 

34 

3 

3 

3 

3 

3 

3 

Bóthar  iarainn  fé  leith  iseadh  an  B.C.L.G.  Cois  an  chósta 
is  )adh  ta  cuid  mhaith  dhe.  Is  uathbhásach  an  méid  airgid  atá 
cí  ithte  cheana  ar  é chosaint  ó shíor-mheilt  na  fairge,  ní  a leanfaidh 
i gcomhnuí ; agus  rud  eile  dhe,  dá  mba  tamal  ón  bhfairge  a 
ciirfí  an  bóthar  iarainn  so  an  chéad  lá  do  bheadh  tráchtáil  le 
fail  aige  óu  dá  thaobh,  ach  mar  tá,  níl  dútliaig  ach  ar  taobh 
aioháin  de. 
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seaboard ; of  our  43  cities  and  t-owns  with  a total  population  of 
5,000  and  upwards,  23  with  a total  population  of  1,104,347  are 
FÍtuated  on  the  sea  or  on  navigable  rivers,  while  20  with  a total 
population  of  160,0/3  are  inland ; the  rail  traffic  in  passengers  or 
supplies  for  the  inlaud  population  is  comparativelj  small.  In 
Ireland  the  mineral  resources  are  relatively  insigniíicant ; in  other 
countries  they  are  of  immense  consequencje.  For  these  reasons 
the  density  of  traffic  in  countries  such  as  those  named  is  much 
greatei  than  in  Ireland ; in  Britain,  for  example,  the  traffic  is 
seven  times  as  dense,  the  actual  figures  for  the  year  1920  being 
in  Britain  3,099  ton-miles  per  route  mile  per  w'oi'king  dav  in 
Treland  only  428. 

Fiíiancial  Position  of  the  Irish  RaiJways.—Ov;mg  to  the  fact 
tliat  the  Irish  Railways  'were  controlled  bv  the  British  Govern- 
ment  from  Ist  January,  1917,  to  the  loth  Áugust,  1921,  and  that 
during  this  period  the  receipts  on  through  booked  traffic  betw’een 
the  Irish  Companies  and  cross-Channel  Steamship  and  British 
Railw’ay  Companies  were  not  divided,  and  that  Government 
traffic  e.g.,  Troops,  Stores,  etc. — were  not  directly  charged  for, 
it  is  impossible  to  indicate  accurately,  or  even  approximately,  the 
earnings  of  the  Irish  Railw'ay  Companies  either  as  a wdiole  or  as 
separate  units  for  the  years  1917-1921. 

In  general  the  main  Irish  lines  were,  up  to  the  date  of  the 
beginmngof  the  war,  looked  upou  as  a soimd  investment,  yielding 
on  the  whole  a fair  return  on  the  capital  invested.  The  follow*^ 
ing  table  show^s  the  dividends  on  the  Ordinary  Stocks  in  the  case 
of  the  principal  Companies  for  a period  of  ten  veai's  before  the 
War 


1904 

1905 

1906 

1907 

1908 

1909 

1910 

1911 

1912 

1913 

B.  & C.D. 

6 

61 

H 

61 

6i 

6i 

6| 

6i 

C.B.  &S.C.  ... 

2i 

2| 

m 

3i 

3i 

34 

3f 

3f 

3f 

D.  & S.E. 

1 

— 

— 

— 

— 

— 

1 

1 

1 

1 

G.N.  (I.) 

61 

6i 

6J 

5| 

5i 

5f 

6 

G.S.  &W. 

3Í 

4 

4g 

4.1 

4Í 

i 

4f 

O 

5 

M.G.W. 

3 

3 

3 

3i 

, 

3 

3 

3 

3 

3 

3 

Thvi  Dublin  and  South-Eastern  Company  is  an  exceptional 
line.  The  line  for  a great  part  of  its  length  runs  close  to  the  sea. 
Large  sums  of  money  have  been  spent,  and  will  continue  to  have 
to  be  spent  upon  works  of  protection  from  the  sea  ; and,  of  course, 
a line  so  run  is  fed  from  one  side  only,  whereas  if  built  inland  the 
additional  expense  would  be  saved  and  a large  area  of  agricultural 
countiy  tapped. 
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Bé  an  bhliain  1913  an  bhliain  ab  fhearr  riamh  i gcúrsaí  teacht 
isteach  agus  tairbhe.  Fuaireadh  £4,919,624  agus  do  díoladh 
.:3, 071, 338  i rith  na  bliana  agus  bhí  £1,848,286  mar  shochar  de 
l)harr  na  bliana. 

Ní  féidir  a dhéanamh  amach  as  sochar  na  blaina  1913  ná  as 
fochar  aon  bhliana  eile  cadé  an  sochar  a blieidli  as  na  bóithre 
i rrainn  feasta.  Roimh  an  coga  mór  bhí  pá  luclit  oibre  na  nibóithre 
i irainn  ró-íseal  ar  fad,  fé  mar  bhí  pá  lucht  oibre  uile  na  tíre. 
.fin  coga  mór  fé  ndear  an  árdú  páidh  atá  aca  anois,  ach  níl  aon 
c abht  ná  go  nárdófaí  tuarastal  agus  pá  ’na  éaghniuis  mar  bhí 
1 icht  oibre  ag  féachaint  chúcha  féin  agus  ag  dul  i dtreise  in 
a ghaidh  an  lae,  agus  san  am  gcéanna  bhíothas  ag  tosnú  ar  suim 
c o chur  i gceist  an  oibreachais  agus  dá  mhéid  a machtnuítí  ar  an 
s 3eal  seadh  is  mo  do  gheillti  don  lucht  oibre.  Is  léir  gur  as  an 
SDchar  a thiocfadh  aon  árdú  páidh. 

Bíodh  san  mar  atá  ; is  deimhin  go  bhfuil  lucht  scaranna  na 
r ibóithre  iarainn  níos  measa  as  de  dheascaibh  an  chogaidh  mhóir 
a gus  smacht  an  Rialtais. 

Tá  cóluchtaí  na  mbóthar  iarainn  in  Eirinn  chun  £3,000,000 
d’fháil  ón  Rialtas,  agus  tá  a leath  san  díolta  leo  cheana.  Do 
c lireadh  gach  saghas  éihmh  chun  an  Rialtais,  ní  nách  iongna, 
n ar  ná  raibh  aon  leigheas  eile  aca  ar  an  tslí  a bhíodar  chun 
d íiridh  ; bhí  caráistí,  trucailí,  innill,  ráilí,  agus  uile  ag  dul  i 
lí  ighead  ar  feadh  cheithre  bliana  agus  failhghe  dá  dhéanamh  sa 
g láth-obair  agus  saighchúirí  agus  earrai  dá  n-iompar  in  aisce. 
i^nois  deireann  muintir  na  niBóthar  larainn  nár  mhór  dóibh 
£ ,400,000  do  chaitheamh  ar  dheisiúchán  agus  £1,200,000  ar 
gliléasanna  nua  do  cheannach. 

Tá  timpal  a thrí  oirid  níos  mó  le  caitheamh  aca  anois  ar  phá 
agus  ar  thuarastal  ná  niar  a bhí  i 1913.  Smacht  an  Rialtais, 
apus  an  costas  beatha  fé  ndear  san  maille  leis  an  mbreis  daoine 
d<  I b’éigin  dóibh  do  chur  ag  obair  chun  có-líona  do  dhéanamh  ar 
no  rialacha  nua  .i,  ná  hoibreoidh  éinne  thar  oclit  n-uaire  an  chluig 
sa  ló  agus  mar  sin  de.  Maidir  leis  na  rátaí  páidh  féin,  táid  san 
ó 80  per  eent.  go  275  per  cent.  níos  aoirde  ná  mar  a bhídís. 

Tá  árdú  mór  tagaithe  leis  ar  luach  gach  ruda  úsáidtear  ar 
blióthar  iarainn,  .i.  gual,  iarann  agus  earrai  de  gach  saghas. 

Dar  leis  na  cóluchtaí  go  l)hfuil  gach  rud  sa  mhullach  ortha 
agus  toisc  nár  árduigheadh  na  rátaí  ar  iompar  earraí  ach  fé 
dlió  no  mar  sin  (l|-2i),  ní  féidir  leo  an  obair  do  chimeád  ar 
si  ibhal  in  aon  chor  mara  n-isleofar  an  pá  go  mór  agus  mara 
m beidh  na  íir  sásta  ar  níos  mó  oibre  do  dhéanamh.  Ar  an  dtaobh 
ei  e den  scéal,  d’aontuigh  na  fínnéithe  go  léir  nárbh  fhéidir  na 
ra  tai  d ardu  a thuille  ach  go  gcaithfí  iad  d’ísliú  no  go  gcuirfí 
gi  ó agus  tiúscal  na  tíre  ar  neamhní  sara  bhfad.  Tá  trácht  ar 
cieist  páidh  agus  oibre  sa  tríú  cuid  den  tuarasgbháil  seo. 

Na  26  Gontaethe  agus  na  6 Contaethe. — Le  linn  na  fínnéachta 
d(  tugadh  romhainn  do  tagradh  don  cheist  seo.  Tá  cuid  de  sna 
b(ithre  iarainn  laistigh  de  sna  6 conntaethe  ar  fad,  cuid  aca 
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The  peak  year,  so  far  as  Receipts  and  Dividends  were  con- 
cerned,  was  1913.  In  that  year  the  receipts  of  Irish  Rail- 

ways  were  .£4,919,624,  the  oiitgoings  £3,071,338— net  revenue, 
£1,848,286. 

We  are  of  opinion  that  the  Dividends  paid  in  1913,  or,  indeed, 
in  any  other  year,  cannot  be  taken  as  a fair  index  to  the  dividend- 
}ielding  possibilities  of  the  Railways.  Ijabour  on  the  Irish  Rail- 
ways,  as  in  almost  every  other  industrv,  was  in  the  pre-war  period 
- underpaád,  and  in  some  of  the  lower  grades  miserably  underpaid. 

Even  if  the  War  had  not  brought  about  a clianged  outlook  on  the 
position  of  labour,  it  is  inconceivable  that  the  rates  of  pay  would 
not,  as  the  result  of  the  pressure  of  labour  agitation  and  of  more 
enlightened  public  opinion,  have  greatly  advanced,  and  this  ad- 
vancs  would  probab]y  have  been  in  part  met  l)v  a reduction  in 
the  yield  to  the  Railwav  Stockholders. 

G'overnment  Control  of  the  Rail- 
ways  have  definitely,  and,  as  we  believe,  permanentlv,  worsened 
the  ]x».sition  of  the  Irish  Railway  Stockholders. 

Government  Control  was  assumed  on  the  Ist  Januaiw,  1917 ; 
it  was  relinquished  on  the  15th  August,  1921.  A "sum  of 
£3,000,000  was  awarded  to  the  Irish  Railways  as  the  equivalent 
of  all  outstanding  claims  in  res]->ect  of  Control , including  aiTears 
of  Maintenance.  A moiety  of  that  sum,  £1,500,000,  has  been 
paid  over  to  the  Railwavs.  The  Companies  claim  that  £1,400,000 
must  be  spent  on  arrears  of  Maintenance  and  £1,200.000  on  re- 
placement  of  Stores. 

As  the  result  of  Government  Control,  of  the  increased  cost  of 
living,  and  of  altered  conditions  of  service  which  involved  the 
eraplovment  of  increased  staffs,  the  total  expenditure  on  wages 
and  salaries  has  advanced  to  a figiire  which  stands  to  the  pre-Mbar 
figure  in  the  proportion  of  approximatelv  3 to  1.  The  advance  in 
the  rates  of  wages  varied  from  80  ]>er  cent.  to  275  per  cent. 

( The  cost  of  the  materials  used  in  running  the  Railways,  in- 

, cluding  coal,  iron,  and  stores  generally,  has  also  greatlv  increased. 

The  Companies  made  the  case  liefore  us  that,  ina«nuch  as 
Railway  rates  have  in  the  main  advanced  in  the  proportion  of  only 
lf/24  to  1,  they  will  be  entirely  unable  to  carry  on  unless  there 
js  a great  reduction  in  wages  and  considerable  alteration  in  the 
conditions  of  service.  On  the  other  hand,  the  evidence  before  us 
is  unanimous,  not  alone  that  no  further  increase  in  railwav  rates 
is  possible,  but  that  considerable  reductions  must  be  made  if  the 
trade  and  industry  of  the  country  are  to  be  preserved.  In  Part 
JII.  of  this  Report  we  deal  with  the  question  of  Wages  and  Con- 
ditions  of  Service. 

Twenty-Six  Countij  Area  : Six  Coiinty  Area  {as  the  U^wdjusted 
Boundary  Stands  at  Present). — The  relations  of  the  Railways  in 
the  Six  Countv  Area  to  those  in  the  rest  of  Ireland  were  referred 
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lasmuich  díobh  agus  cuid  aca  sa  dhá  líomatáiste,  Is  fuirist  é 
sin  do  thuigsint  ón  gclár  so  leanas  ; — 


1 

6 Contaethe. 
Mile. 

26  Contaethe 
Mile. 

Cóluchtaí  laistigh  de  sna  só  Contaetlie  ar  fad  i 

417 

Cóluchtaí  laistigh  de  sna  Contaethe  ar  fad 

■ 

2,2  IS 

Cóluchtai  sa  dá  iiomatóiste 

3óo 

485 

/ í2 

2,703 

Abairmís  ná  beidh  aon  cheangal  idir  an  dá  líomatáiste.  Do 
mhínigh  ar  gCathaoirleach  an  dlí  an  1 7adh  lá  de  mhí  na  Béaltaine 
igus  bhí  an  ceart  aige  gan  aon  dabht.  Beidh  na  Bóithre  larainn 
fé  Rialtas  an  tSaorstáit  amach  is  amach  sna  26  Contaethe. 
Is  ionann  san  agus  a rá  go  mbeidh  bóithre  iarainn  an  Tuaiscirt  fén 
"iaorstát  mar  ní  hamháin  go  bhfuil  cuid  mhaith  de  sna  líntí  sna 
i6  Contaethe  ach  go  bhfuil  árd-oifig  cóluchtaí  an  Tuaiscirt  i 
nBaile  Atha  Cliath.  Bheadh  bóithre  iarainn  na  6 Contaethe  fé 
Chomhairle  na  hEireann  agus  is  ós  na  26  ('ontaethe  a cheapfaí 
a leath  san  agus  an  leath  eile  ós  na  6 Contaethe. 

Urús  na  mBarúntacht. — Nuair  a bhí  gach  aon  rud  ar  fheabhas 
I lo  cailltí  airgead  ar  a lán  de  sna  bóithre  iarainn  ag  a bhfuil  urús 
)arúntachta.  Chífear  ó aguisín  a dó  go  mbíodh  ualach  trom  ar 
( heanntair  na  mbóthar  iarainn  sin  i gcomhnuí.  Tá  aon  bharún- 
1 acht  amháin  ann  (Corca  Dhuibhne,  i gCo.  Chiarruidhe  ar  a bhfuil 
iirús  i dtaobh  an  bhóthair  iarainn  atá  idir  Tráighlí  agus  an 
. )aingean)  agus  do  réir  meastacháin  a dhin  cúpla  fínné  amach 
líor  bhfoláir  9s.  2d.  fén  bpúnt  do  leaga  chun  é do  chimeád  ar 
I iubhal. 

Bóithre  larainn  na  gCoiréal  Guail. — Do  dineadh  trí  bóithre 
;arainn  chun  na  gcoiréal  guail  le  Hnn  an  chogaidh  mhóir  agus 
;ailltear  airgead  ar  a n-oibriú.  Chun  lámh  chonganta  do  thabh- 
lirt  do  choiréil  ghuail  Chaisleán  an  Chumair,  Chnocán  na  Mactíre 
igus  Airgne  a dineadh  san.  Chnosnuigh  na  bóithre  iarainn 
án  £160,000,  £125,000,  agus  £60,000  fé  seach  gan  cóir  i bhfuirm 
iruacaillí  agus  mar  sin  de  do  chomhaireamh . 

Gearánta  mar  gheall  ar  Bhainisteoireachl . — Ní  rabhamair  a 
)hfad  ag  obair  ar  an  gCoimisiún  nuair  a bhiomair  sásta  go  gcaithfí 
itharú  éigin  do  dhéanamh  ar  na  bóithre  iarainn,  agus  do  shoc- 
‘uighmear  ag  an  6adh  suidhe  a bhí  againn  nár  cheart  aon  fhínné 
'lo  thabhairt  dúinn  ach  fínné  i dtaobh  an  atharuithe  ab  fhearr. 
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to  in  the  course  oí  the  proceediugs.  Some  of  the  Raiiwavs  are 
entirelv  within  the  Six  Countv  Area,  some  entirelv  without,  and 
some  partly  witliin  aud  partly  without  the  Twenty-Six  County 
Area.  The  following  table  shows  the  division,  with  miieage  in 
each  area  : — 


1 

I i 

Six  Coiuity 

Area.  ' 

1 

1 

Twenty-six  County 
Area. 

Milee.  1 

Miles. 

Companies  wholly  in  Six  County  Area  . . . 

418  i 

j 

Companies  wliolly  in  Twenty-six  County 

Area  ...  ...  ...  ... 

— ■ 

2,2  lí) 

Companies  partly  in  botli  Areas 

1 

355 

486 

773 

1 

1 

2,70.j 

Assuming  no  political  fusion  of  the  Twenty-Six  County  Area 
and  Six  County  Area,  the  legal  position,  as  stated  by  our  Chah- 
man,  on  the  17th  May,  is  unquestionably  this  ; In  the  Twenty- 
Six  County  Area  the  Free  State  Governmeut  will  be  the  sole  and 
absolute  authority.  Within  this  authority  will  be  the  Great  Xor- 
thern  Railway  Company,  which,  besides"^  having  so  much  of  its 
line  in  the  Twenty-Six  County  Area,  has  its  Headquarters  and 
Registered  Office  therein.  Within  the  Six  County  Area  the  juris- 
diction  over  Railways  is  the  Council  of  Ireland,  half  of  whose 
representatives  must  be  selected  from  the  Twenty-Six  Comitv 
Area  and  half  from  the  Six  Countv  Area. 

BaroniaUg  Guaranteed  Railwaijs. — Even  in  normal  times  many 
of  the  Baronially  Guaranteed  Railways  were  run  at  a loss ; and  the 
burden  of  the  guaranteeing  areas  was  alwavs  verv  heavy,  as 
appears  from  Schedule  No.  2.  In  one  case  (the  Baronv  of  Corka- 
guiny,  County  Kerry,  guaranteeing  the  Tralee  and  Dingle  Line), 
it  was  estimated  by  some  of  the  witnesses  that  after  August,  1922, 
the  guarantee  will  amount  to  the  sum  of  9/2  in  the  £. 

CoUienj  Raihvays.~-Three  Collieiw  Railways  were  built  during 
the  War.  Each  of  them  is  run  at  a loss.  Substantiallv,  thev 
were  a subsidy  to  the  Collieries  in  the  Castlecomer,  Wolfhill,  and 
Arigna  districts.  They  cost  £160,000,  £125,000,  and  £60,000 
respectivelv,  exclusive  of  rolling  stock. 

Complaints  .Against  Irish  Railway  Management.~On  the  sixth 
day  _of  our  sittings  we  intimated  that  we  had  come  to  the  con- 
clusion  that  some  change  in  the  Trish  Railwav  System  was  ad- 
visable,  and  suggested  that  the  evidence  thenceforward  should  l)e 
hmited  to  the  issue  as  to  what  form  of  change  was  most  desirable. 
Tn  view  of  this  intimation  a number  of  complaints,  which  we  had 
reason  to  anticipate  would  have  been  presented  against  the  Rail- 
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Mara  mbeadh  an  socrú  san  cloisfimís  a bhfad  níos  mó  gearán  mar 
gheall  ar  an  slí  ’na  ndineann  na  bainisteoirí  nithe  bun  os  cionn. 
Tuigimíd  go  maith,  ámh,  ón  méid  a chualamair  cad  é an  saghas 
iad  go  léir.  Bainfimíd  an  croiceann  den  scéal  anois,  ach  ba 
mhaith  hnn  a rá  ar  dtúis  gur  Eireannaigh  na  fir  atá  ag  stiúra  na 
mbothar  iarainn,  agus  caithfimíd  a rá  leis,  go  stiúruítear  maith 
go  leor  iad  mar  ghnóthaí  phríomháideacha.  Ach  an  rud  a bhea- 
thuíonn  duine  marbhuíonn  sé  duine  eile  agus  is  féidir  rudaí  do 
dhéanamh  ar  mhaithe  le  lucht  scaranna  ná  raghaidh  chun  tairbhe 
aon  dreama  eile  sa  tír. 

Seo  iad  na  nithe  ar  a dineadh  gearán  : — 

1.  Go  bhfuil  na  hidir-rátaí  ó Shasana  go  hEirinn  ró-íseal  i 

gcomparáid  leis  na  rátai  a díoltar  in  Eirinn  féin  agus 
ná  fuil  cothrom  na  féinne  le  fáil  ag  fear  déantúis 
Bhaile  Atha  Chath  fé  mar  tá  ag  fear  déantúis  Bhir- 
mingham,  cur  i gcás. 

2.  Go  bhfuil  na  rátai  in  Eirinn  féin  ró-árd. 

3.  Nách  ionann  na  rátai  ar  fuaid  na  tíre  ; dhá  thuras  ar 

chó-fhaid  agus  nách  ionann  na  rátaí  ortha 

4.  Go  mbíonn  lucht  na  gcólucht  dall  agus  mí-chríochnúil 

mar  ná  bíd  ach  ag  cuimneamh  ar  cionnus  is  féidir  an 
brabach  is  mó  do  dhéanamh  ; gur  ceart  dóibh  tabhairt 
fé  saor-rátaí  do  leaga  i gcóir  earraí  na  tíre  d’fhonn 
cabhrú  leis  an  dtír,  ní  do  dhéanfadh  tairbhe  dóibh 
féin  luath  no  mall. 

5.  Ná  tugtar  aon  tora  ar  ghearán  i dtaobh  moille  ná 

cailliúna. 

Is  mian  hnn  tagairt  do  dhéanamh  don  chúig  saghas  gearáin 
sin  in  áit  a chéile. 

1.  Maidir  le  hidir-rátai  seo  sampla  do  chur  finné  ó Ghaedhal- 
Chumann  na  Muilneoirí  Plúir  isteach  a theasbáineann  cad  air  go 
ngearántar. 


Liverpool  agus  an  Cabhan. 


Trí  Bhaiie  Atha  Cliath. 

An  M.T. 
6 

Tonna. 

An  T. 
5 

Tonna. 

AuM.T. 

* 

4 

Tonna.  < 

An  T. 

2 

Thonna. 

An  T. 
Tonna. 

5. 

d. 

5.  d. 

s. 

d. 

s. 

d. 

s. 

d. 

Liverpool  go  Baile  Atha  Cliath  ; 

18 

4 

18  4 

18 

4 

18 

4 

18 

4 

Cearruíocht  i mBaile  Atha 
Cliath, 

4 

3 1 

5 3 

4 

3 

5 

3 

5 

3 

Baile  Atha  Cliath  go  Cabhán 

24 

10 

24  10  1 

28 

8 

28 

8 

28 

8 

Na  rátaí  áitiúla  le  chéile 

47 

5 

48  5 

51 

3 

52 

3 

52 

3 

Idir-rátaí  trí  Bhaile  Atha  Cliath 

34 

6 

34  6 

34 

6 

37 

O 

44 

10 

An  deifríocht 
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13  11. 
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way  Management,  were  not  presented.  But  the  complaints  which 
were  given  in  evidence  sufficiently  show  the  tenor  of  the  com- 
plaints  in  general.  Before  dealing  with  them  we  think  it  right 
to^  point  out  that  Irish  Eailways  are  directed  and  managed  by 
Irishmen,  and  we  are  further  of  opinion  that,  viewed  as  private 
concerns,  the  Irish  Eailways,  broadly  speahing,  are  not  ill- 
manaoed,  but,  as  wdll  be  seen,  ~we  think  that  what  is  good  manage- 
ment  from  the  jioint  of  view  of  the  Shareholders  may  not  be  the 
best  kind  of  manaigement  for  the  country. 

The  evidence  as  to  complaints  given  by  users  of  the  Eailways 
was  of  five  classes  : — ■ 

1.  That  through  rates  from  Britain  to  Ireland  are  low  com- 

pared  with  internal  rates,  so  that,  for  example,  a Dub- 
lin  manufacturer  is  disadvantaged  in  comparison  wdth 
a Birmingham  manufacturer. 

2.  That  the  internal  rates  are  too  high,  and  that  collection 

and  delivery  facilities  are  not  generally  given. 

3.  That  there  are  many  anomalies,  as  shown  by  the  rates 

between  two  given  points  as  compared  with  the  rates 
between  two  other  points,  the  distances  being  more  or 
less  the  same. 

4.  That  in  many  particulars  the  Eailway  Companies  do  not 

feel  justified  in  giving  cheap  rates  where  to  do  so 
would  be  an  obvious  advantage  to  the  community ; that 
they  do  not  take  the  long  view,  but  are  concerned  solely 
with  the  payment  of  dividends  in  the  immediate 
future ; that  a policy  of  this  kind,  even  if  it  be  an  ad- 
vantage  to  the  Shareholders  (which  is  doubtful),  is  an^ 
obstacle  to  the  progress  of  the  country. 

5.  That  complaints  as  to  loss  or  delay  in  transit  are  either 

ignored  or  not  properly  attended  to. 

We  shall  deal  very  shortly  with'these  complaints  seriatim. 

1.  As  to  low  through  rates,  the  following  example,  quoted  by 
the  witness  on  behalf  of  the  Irish  Flour  Millers’  Association, 
illustrates  the  nature  of  the  complaint  : — 

LIVERPOOL  AND  CAVAN. 


Via  Dublin. 

M.G.W.R. 

6-ton 

lots. 

G.N.R. 

5-ton 

lots. 

M.G.W.R. 

4-ton 

lots. 

G.N.R. 

2-ton 

lots. 

G.N.R. 

1 -ton 
lots. 

Per  ton. 

Per  ton. 

Per  ton. 

Per  ton. 

Per  ton. 

Liverpool  toDublin 

s. 

d. 

s.  d. 

s. 

d. 

s.  d. 

s.  d. 

18 

4 

18  4 

18 

4 

18  4 
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Dublin  Cartage  ... 

4 

3 
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4 

3 

5 3 
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Dublin  to  Cavan 

24 

10 

24  10 
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8 
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5 
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3 
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34 

6 

34  6 

34 

6 

37  2 
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Difíerence 

12 

11 

13  11 

16 

9 

15  1 

7 6 

Deireann  muintir  na  gcólucht  mar  fhreagra  air  sin  agus  ar  a 
leithéid  ná  fuil  aon  leigheas  aca  air.  Ni  bhíonh  sé  amhlaidh  ach 
in  áiteanna  ’na  mbíonn  níos  mó  ná  aon  tsli  amháin  chun  dul 
ann,dhá  shli  i gcomórtas  le  chéile,  ceann  aea  i dtír  agus  an  cuid 
is  mó  den  cheann  eile  ar  mhuir.  Is  fuirist  a thuisgint  gur  saoire 
árthach  ná  traen,  agus  fágann  san  gurb  éigin  don  traen  an 
t-ualach  d’iompar  ar  rátaniosísle  ná  an  gnátli-ráta  no  ná  geobha  sé 
an  t-ualach  le  hiompar. 

Maidir  leis  an  sampla  do  tugadh,  tá  rogha  slí  ag  fear  Liverpool 
chun  a chuid  earraí  do  chur  go  dtí  an  Cábhán,  tri  Bhaile  Atha 
Chath  no  tri  Dúndealgan.  Ni  gá  ach  súil-fhéachaint  do  thabhairt 
ar  an  léarscáil  chun  an  scéal  do  thuisgint,  mar  is  sia  a bhfad  an 
bóthar  iarainn  ó Bhaile  Atha  Cliath  go  dti  an  Cábhán  ná  an 
bóthar  iarainn  ó Dhúndealgan  go  dti  an  Cábhán,  cé  gur  giorra 
an  long-turas.  Is  .saoire  i gcomhnuidhe  earrai  d’iompar  ar  uisce 
ná  ar  tir.  Dá  bhrí  sin,  ni  iisáidfi  sli  Bhaile  Atha  Cliath  in  aon 
chor  mara  bhfuighfi  ráta  beagnách  chó  hiseal  le  ráta  Dhúndealgan 
(an  ceann  go  bhfuil  níos  mó  den  fhairge  agus  nios  lú  den  tir  ann) 
agus  dá  bhrí  sin  aris  caithfidh  an  ráta  san  a bheith  níos  ísle  (maidii’ 
leis  an  gcuid  de  bhaineann  leis  an  dtir  .i.  an  bóthar  iarainn)  ná 
mar  a bhionn  sé  de  ghnáth  idir  Bhaile  Atha  Cliath  agus  an 
Cábhán.  Mara  mbeidh  beidh  fear  Baile  Atha  Cliath  chó  holc 
as  agus  tá  sé  fé  láthair  mar  beifear  ag  cur  plúir  go  dtí  an  Cábhán 
tri  Dhúndealgan  i gcomórtas  leis  i gcomhniiidhe  agus  is  lú  rátai 
árthaigh  agus  bhóthair  iarainn  le  chéile  ná  na  rátai  tri  Bhaile 
Atlia  Cliath.  Chun  é sin  do  chur  de  deireann  an  fear  céanna  i 
mBaile  Atha  Cliath  gur  ceart  a rátaí  féin  d’ishú  nuair  a bhíonn 
'bomórtas  den  tsaghas  san  i gceist.  Ach  dá  ndinti  san  (agus 
níhmid  siúrálta  go  mbeadh  san  do  réir  dlí)  nior  mhór  do  mhuintir 
na  mbóthar  iarainn  ráta  éigin  d’árdú  chun  an  chailliúint  do 
thabhairt  suas  agus  do  ghoillfeadh  san  ar  fhear  éigin  eile  i mBaile 
Atha  Cliath.  Agus  rud  eile,  do  theipfeadh  air  i ndeire  na  scríbe. 
Níl  aon  dabht  ná  go  bhféadfai  an  ráta  tri  Dhúndealgan  d’íshú 
níos  mó  ná  an  ceann  eile  dá  mbeadh  dian-chomórtas  ar  siubhal 
eatoi’a  ós  rud  é gur  bé  an  tsli  is  saoire  ann  féin  é. 

Mar  sin  samhluíonn  sé  clhúinn  go  bhfuil  ciall  ag  baint  le  freagra 
lucht  na  gcólucht  nuair  adeirid  ná  fuil  aon  leigheas  aca  ar  an 
scéal. 

Chó  fada  is  a bheidh  na  bóithre  iarainn  fé  stiúra  phriomh- 
áideach  beidh  san  amhlaidh  ; ach  dá  mba  leis  an  Rialtas  na 
bóithre  iarainn  chaithfi  gach  cás  d’iniúcha  fé  ieith  féachaint  ar 
cheart  an  ráta  d’ísliú  no  nár  clieart.  Dá  n-isleofai  é dob  ionann 
san  agus  lámh  chonganta  do  thabhairt  do  pé  gnó  no  tiúscal  a 
i)headh  i gceist. 

2.  8é  an  eliéad  gliearán  eile  acli  go  blifuil  na  rátaí  tire  ró-árd. 
Táthar  ag  rá  an  ruda  chéanna  leis  na  blianta,  agus  bhí  an  cheist 
.sc'o  á ])lilé  os  cóir  Choimisiúin  eile  (J  ÍMHi-l  910).  is  léir  go  ndineann 
na  rátaí  atá  i bbfeidhm  fé  láthair  ana-dhíobiiáii  do  thiúscal  na 
tire.  Tugadli  fínné  táclitaí'h  cliroidiúnach  á rá  gur  minic  a .siub 
haltar  beithígh  fiche  míle  go  dtí  an  t-árthach  i niBaile  Atha 
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Thé  answer  of  the  Eailway  Companies  to  this  and  the  like 
complaints  is  that  the  lowness  of  the  through  rate  is  the  necessary 
result  of  an  inexorable  principle  that  where  between  any  two 
given  places  there  are  two  competitive  routes — the  one  long-sea 
short-land  and  the  other  short-sea  long-land — the  former  is  in 
the  nature  of  things  the  cheaper  route,  and  that  to  compete  with 
it  the  short-sea  long-land  route  must  reduce  its  rates  to  an  un- 
natural  level. 

Thus,  in  the  case  given,  the  Liverpool  consignor  has  alterna- 
tive  routes — one  via  Dublin  to  Cavan,  and  the  other  via  Dundalh 
to  Cavan.  A glance  at  a map  shows  that  the  route  via  Dundalk 
involves  much  less  land  carriage,  though  a somewhat  longer  sea 
carriage.  Carriage  by  sea  is  invariably  cheaper  than  carriage  by 
land.  Consequently  the  route  by  Dul)lin  to  Cavan  wdll  either  not 
operate  at  all  or  will  operate  at  a rate  which  must  be  practically 
as  low  as  the  long-sea  short-land  route  by  Dundalk,  and  which 
therefore  rnust  be  lower,  so  far  as  the  land  route  is  concerned, 
than  the  normal  rate  for  land  carriage  operating  from  Dublin  to 
Cavan.  If  it  does  not,  then  the  position  of  the  Dublin  manufac- 
turer  is  just  as  bad  as  it  is  now%  because  he  will  have  to  faee  the 
competition  wdth  the  flour  consigned  to  Cavan  via  Dundalk,  which 
is  carried  by  that  route  at  a total  rate  lower  than  the  total  rate 
now  charged  via  tlie  Dublin  route.  The  Dublin  manufacturer, 
to  get  rid  of  this,  suggests  that  the  local  rate  for  his  goods  to 
w'hich  this  coinpetition  applies,  should  be  lowered.  If  so,  they 
must  likewise  be  lowered  to  an  abnormal  level,  which,  granting 
the  legal  validitv  of  the  abnormal  rate  (and  this  is  verv  open  to 
question),  wnuld  have  to  be  made  good  by  having  the  Railw'ay 
rates  raised  in  some  other  direction,  and  so  would  hit  some  other 
Irish  traders  and  manufacturers.  And,  further,  this  abnormallv 
low  rate,  Dublin  to  Cavan,  could  be  and  undoubtedly  w'ould  be 
effectivelv  eountered  bv  a cut  in  the  Dundalk  rate,  for  that  route, 
being  in  its  nature  a cheaper  ronte,  can  alw'avs  afford  to  under- 
quote  the  Dublin  route. 

Consequently  it  seems  to  us  that,  in  the  main  at  all  events, 
the  Eaihvav  answer,  that  their  policv  is  inevitable,  is  a good 
answer. 

As  long  as  a railwav  system  is  privatelv  owned,  this  state  of 
things  wdll  continue. ' In  a State  owned  railw’av  serious  con- 
sideration  would  have  to  be  given  to  the  question  whether  a low’ 
local  Trish  rate  could  not  be  ])rovided  to  meet  each  case,  such  rate 
being,  of  course,  in  effect  a subsidv. 

2.  The  main  part  of  the  next  complaint  is  that  the  internal 
rates  ai-e  too  high.  This  complaint  has  alwavs  been  made  against 
tlie  Trish  Eailwavs,  and  much  ground  w*as  traverscd  on  the  sub- 
ject  by  tlic  Scotter  Commission  (1906-1910').  .\t  the  present 

time  it  is  clear  that  the  rates  chaiged  are  a scvere  handicap  upon 
all  indu.sti-ies : the  witness  on  behalf  of  the  Trish  Cattle  Traders’ 
nnd  Stoclcownei-s'  Association  fold  us  that  cattle  for  export  wcre 
now  frequently  w'alked  to  the  Dort  of  Dublin  from  a distance  of 
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í^liath  toisc  a aoirde  atá  na  rátaí.  Adnihiugheann  muintir  na 
mbothar  iarainn  go  bhfuil  na  ratai  an-árd  ach  deirid  gur  bé  an 
t-árdú  mór  páidh  agus  luach  gach  ruda  atá  le  ceannach  aca  fé 
ndear  san.  Deirid,  leis,  nách  mór  na  rátaí  bheith  árd  go  leor 
chun  costas  oibriú  na  mbóthar  iarainn  do  dhíol  agus  chun  brabach 
réasunta  do  dhiol  ar  na  scaranna  chó  maith,  agus  má  ísleofar 
na  rátai  tire  nách  mór  cothrom  do  dhéanamh  i slí  éigin  eile, 
rátaí  ar  rudaí  a chuirtear  thar  sáile  cur  i gcás  ; sé  sin  go  mbeadh 
cúis  gearáin  ag  na  feirmeoirí,  cé  go  bhfuilid  i gcruadh-chás  cheana. 

3.  Maidir  leis  na  rátaí  a bheith  trí  chéile,  tá  an  sceál  céanna 
le^  hinsint  i ngach  tír,  is  cuma  na  bóithre  iarainn  fén  Rialtas 
nó  fé  chóluchtaí  phriomháideacha,  agus  ní  fhéadfaí  é sin  do 
sheachaint  pé  aireachais  a tabharfaí  dho. 

4.  Maidir  le  cabhrú  le  tiúscal  na  tíre,  deirtear  na  féachann 
lucht  na  gcólucht  rómpa  mar  ba  cheart  dóibli.  D’éisteamair 
fínné  táchtach  ón  R.D.8.  .i.  go  gcuirfí  na  teasbánta  ar  neamhní 
ar  fad  go  luath  mara  n-ísleofaí  na  rátaí  ar  iompar  bheithidheach, 
táid  chó  hárd  san.  Chuirearoair  suim  i bhfínnéacht  Aire  na 
Talmhuíochta  ag  teasbáint  ná  raibh  saor-ticeudaí  ná  aon  rud  den 
tsaghas  san  le  fáil  ag  na  cigirí,  cé  go  bhfuil  oideachas  ar  cheann 
de  sna  rudai  is  táchtaí  don  náisiún. 

5 Sé  ár  dtuairim  ná  tugann  cuid  de  sna  cóluchtaí  aon  tora 
ar  lucht  ghearáin.  Gan  dabht  bíonn  cuid  de  sna  gearánta  go 
suarach  agus  cuid  aca  gan  bunús  ach  má  bhíd  ní  dhíolann  fiacha 
fiacha  eile  agus  ni  haon  iongna  go  mbíonn  ceannuitheoir  macánta 
ar  buile  nuair  fhaghann  sé  freagra  oitir  no  nuair  a fágtar  gan 
freagra  é uaireannta  tar  éis  dá  chuid  earrai  bheith  ar  seachrán 
ar  an  mbóthar  iarainn  ar  feadh  cúpla  mi  no  imithe  amú  ar  fad 
béidir. 

Ní  dóigh  linn  go  n-eiróidh  go  ró-mhaith  san  am  atá  le  teacht 
le  sna  daoine  gur  leo  na  bóithre  iarainn  ná  hio  so  a úsáideann  iad 
ach  an  oiread  mara  gcuirfidh  an  RiaJtas  feabhas  ar  an  scéal  ar 
shlí  éigin. 

Dubhramair  cheana  go  raibh  pá  lucht  oibre  na  mbóthar  iarainn 
ró-iseal  roimh  an  choga  mhór.  Ní  féidir  é sin  do  chasa  le  lucht 
bainisteoireachta  na  mbóthar  iarainn  mar  dob  ionann  an  scéal  i 
rigach  áit  beagnách  an  aimsir  úd — ba  chuma  ie  muintir  na  liEireann 
3 agus  dob  fhearrde  dhóibh  é,  mar  dá  luighead  é pá  lucht  oibre  is 
?adh  is  saoire  costas  beatha  an  fhurmhóir. 

Tá  an  aimsir  úd  imithe.  Tá  lucht  oibre  géai'chúiseaeh  go  leor 
inois  agus  ní  ghéillfid  ró-bhog  d’éinne,  agus  san  am  gcéanna  ba 
[nhaith  le  muintir  ná  liEireann  ná  diúltófai  d’éileamh  lucht  oibre 
in  fhaid  is  a bhionn  siad  réasúnta.  Rudai  táchtacha  iseadh 
ad  san  ; agus  admhuitear  nách  féidir  na  látai  d’árdú  mar  go 

ahfuihd  ag  goilhúint  ar  ghnó  agus  ar  thráchtáil  na  hEireann  mar 
itáid. 
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twenty  miles  in  order  to  avoid  the  Railway  charges.  The  Com- 
panies  admit  that  the  present  rates  are  abnormally  high,  but  say 
that  this  is  the  result  of  the  enormously  increased  cost  of  labour 
and  materials.  The  Companies  further  say  that  the  rates  must 
be  such  as  to  defray  (1)  the  actual  working  cost  and  (2)  a reason- 
able  dividend  or  interest;  and  that  if  internal  rates  are  lowered, 
the  loss  must  be  met  by  a rise  in,  say,  exi>ort  rates  to  Great 
Biitain,  with  the  result  that  the  main  industry  of  the  countrv — 
agriculture  already  hard  hit  by  a falling  market  ajid  foreign 
comi>etition,  will  suffer  severely. 

We  are  of  opinion  that  Collection  and  Delivery  Rates  should  be 
more  generally  given.. 

^ 3.  As  to  anomalies,  the  answer  is  that  apparent  anomalies 
exist  everywhere ; they  are  to  be  found  in  every  Railw'ay  system, 
wdiether  State  conbolled  or  not,  and  that  wdth  the  bést  "inten- 
tions  in  the  world  it  is  impossible  to  avoid  them. 

4.  As  to  the  charge  that  the  Companies  do  not  take  a suffi- 
ciently  broad  view  of  the  position  of  industries,  and  their  dutv,  so 
far  as  is  feasible,  to  promote  them,  remarkable  evidence  was  given 
on  the  part  of  the  Royal  Dublin  Society.  It  was  to  the  effect  that 
the  Agricultural  Shows  w'ould  cease  to  exist  if  the  high  charges 
made  for  the  carriage  of  animals  for  exhibition  are  maintained. 
So,  also,  evidence  was  given  on  the  part  of  the  Department  of 
Agriculture,  to  wdiich  w'e  attach  importance,  that  no  special  faci- 
lities  or  special  rates  w'ere  given  to  Agricultural  Tnspectors  engaged 

in  the  process  of  education,  upon  wduch  the  future  of  the  couiitrv 
so  largely  depends. 

5.  We  are  of  opinion  that  some  of  the  Irish  Railway  Com- 
panies  fail  to  give  adequate  attention  to  complaints.  GraíUting 
that  many  complaints  are,  upon  investigations,  ]>roved  to  be  un^ 
founded,  there  seems  no  reason  for  the  evasive  dilatoriness  which 
is  frequently  apparent  wdien  an  honest  trader  seeks  to  have  a 
reraedy  wdien  his  goods  are  delayed  or  lost  in  transit. 

There  are  several  reasons  why  w'e  think  that  the  pros]>ects 
e.'ther  of  the  Railway  Companies  or  of  tho.se  wdio  have  to  use 
them  are  not  particularly  bright  unless  some  improvement  in  the 
Irish  Raálway  System  is  effected  as  the  result  of  State  action. 

We  have  already  referred  to  the  underpayment  of  railway 
labour  before  the  war.  In  this  connection  it  is  not  easy  for  any 
of  us  to  cast  a stone  at  the  Railw'ay  Management,  for  the  under- 
payment  of  Irish  labour  in  those  days  w'as  general ; the  conscience 
of  the  community  suffered  it,  and  the  bulk  of  the  community  took 
piofit  by  it. 

The  circumstances  are  now  altogether  changed  ; labour  is  fully 
alive  to  its  rights,  and  the  countrv  is  not  averse  from  any  labour 
demand  that  is  w'ithin  the  bounds  of  justice  and  reason.  The 
altered  condition  of  affairs,  however,  has  a very  important  bearino- 
on  the  problem  we  have  to  oonsider.  It  is  admitted  that  Railway 
rates  can  go  no  higher,  and  even  at  present  levels  they  are  exer- 
cising  a depressing  influence  on  Ireland’s  trade. 

A 4 
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Dá  bhfágtai  na  cóluchtai  mar  atáid  gan  cognamli  ná  cur  isteach 
ón  Rialtas  samhluitear  dúinn  go  mbeadJi  troid  agus  clam*par 
ann  nuair  a déanfai  iarracht  ar  phá  agus  thuarastal  do  leaga 
anuas  agus  ar  choiniollacha  do  dhéanamh  nios  déine.  Dá  olcas 
é stailc  no  dúna  ar  na  bóithre  iarainn  go  dtí  so  ba  sheacht  mheasa 
a bheadh  sé  anois  agus  an  tir  chó  tri  chéile  agus  atá. 

Do  réir  ciúd  de  sna  finnéithe  tá  feirmeoireacht  go  dona  fé 
láthair. 

Tá  comórtas  an  eachtrannaigh  ag  dul  i méid  agus  i ndéine  in 
agaidh  an  lae.  Nil  aon  luigheadii  gur  bhfiú  a áireamh  ar  fhiacha 
na  rudai  go  bhfuil  ar  an  bhfeirmeoir  a cheannach  agus  nil  an 
glaoch  céanna  ar  na  hearrai  atá  le  diol  aige  toisc  tráchtáil  agus 
gnó  Sasana  bheith  go  dona  agus  toisc  coga  agus  uile  bheith  ar 
siubhal  cois  baile.  Lasmuich  den  choga  sé  an  scéal  céanna  é ins 
gach  aon  tir  is  cuma  iad  a bheith  páirteach  sa  choga  mhór  no  gan 
a bheith. 


Seo  iad  na  rudai  is  táchtaí  do  réir  ár  dtuairime  tar  éis  dúinn 
an  fhinnéacht  go  léir  d’aireachtaint 


1.  Má  fhéachtar  ar  na  bóithre  iarainn  mar  ghnóthai  phriomh- 
áideacha  caithfear  a rá  ná  fuil  mórán  bun  os  cionn  leo. 

2.  Ni  réitionn  an  dá  ni  le  chéile  .i.  an  obair  do  dhéanamh  ar 
mhaithe  le  lucht  scaranna  agus  ar  mhaithe  le  muintir  na  tire. 

3.  Bitear  ag  sior-ghearán  go  ndineann  na  bóithre  iarainii 
diobháil  do  ghnó  agus  do  thiúscal  na  hEireann  ; nil  aon  mhuinghin 
ag  muintir  na  hEireann  asta. 

4.  Mara  mbeadh  a ísle  a bhí  pá  lucht  oibre  roimh  an  choga 
mhór  ni  bainfi  an  oiread  san  airgid  as  na  bóithre  iarainn  agus 
do  baineadh. 


5.  Tá  airgead  na  traenach  agus  na  rátai  chó  árd  san  go  ngoillfid 
go  trom  ar  thráchtáil  ,na  tire  ; agus  sa  tsli  ’na  bhfuilid  anois  ni 
fhéadfadh  na  cóluchtai  aon  atharú  do  dhéanamh  ar  an  scéal. 

6.  Is  baolach  go  mbeidh  troid  idir  lucht  oibre  agus  na  cóluchtai 
gan  a thuille  moille. 

7.  Dá  ndintí  cúpla  cólucht  de  sna  cóluchtai  go  léir  no  dá 
ndinti  aon  chólucht  amháin  diobh  do  sábhálfaí  airgead  go  leor 
gan  dabht  ach  ni  láithreach  a sábhálfai  é agus  ní  déanfadh 
sábháil  den  tsaghas  san  an  t-achrann  do  réiteach. 

8.  Cailltear  ana-chuid  airgid  ar  na  bóithre  iarainn  go  mbaineann 
urús  barúntachta  leo  agus  tá  an  iomarca  le  diol  ag  na  ceantair 
’na  bhfuilid. 

9.  Ni  mór  bóthar  iaraimi  Bhaile  Atha  Cliath,  Cill  Mhantáin 
agus  Loch  Garmain  do  thabhairt  ón  bhfairge  tamal  ar  an  dtaobli 
theas  de  Bhrí  Chualann. 

10.  Tá  dhá  rogha  ag  an  Rialtas  anois  : (1)  leogaint  do  sna 
cóluchtai  bheith  ag  troid  le  lucht  oibre  gan  aon  chur  isteach 
do  dhéanamh  ortha  (pe’ca  46  cinn  no  3 cinn  no  ceann  amháin  a 
bheidh  ann)  ; no  (2)  na  bóithre  do  cheannach  no  airgead  do 
bhronna  ortha  ehun  cúiteamh  do  dhéanamh  sa  chailliúint. 
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Should  the  Companies  be  left  as  they  are — inúvate  concerns, 
neither  helped  nor  hampered  by  State  aid  or  interference — it  seems 
certain  that  there  will  be  a bitter  conflict  in  tlie  atttempt  to  ciit 
down  wages  or  worsen  conditions  of  service.  A general  railwa.y 
strike  or  lochout  is  at  all  times  a most  grave  matter,  infiicting  a 
serious  and  ]X)ssibly  permanent  loss  upon  the  community.  Bnt  in 
the  present  condition  of  Ireland  it  is  olívioiis  tliat  a general  railwav 
strike  might  well  be  disastrous. 

The  pictnre  drawn  by  some  witnesses  of  the  agricultural  pros- 
pects  of  the  counhw  is  not  encouraging.  The  Trish  producer  has 
to  face  a keen  and  increasing  foreign  competition,  greatly  in- 
creased  cost  of  production,  a shrunken  demand  owing  to  stagnant 
British  trade,  and  constant  labour  tronbles  and  political  unrest 
and  warfare  at  home.  These  conditions,  save  the  last  ,are  com- 
mon  to  all  countries,  not  excluding  those  which  had  the  good  for- 
tune  t.o  escape  being  involved  as  belligerents  in  the  World  War. 

The  pertinent  conclusions  that  seem  to  us  to  emerge  from  the 
evidence  mav  be  summarised  thus  :— 

1.  The  Railways,  considered  as  mere  private  concerns, 
have  not  been  badly  managed. 

2.  The  Management  for  private  gain  frequently  confiicts 
with  the  public  interest,  and  where  it  does  the  former 
naturally  prevails. 

3.  Complaints  that  the  Eailways  are  hampering  indiistries 
ai'e  made  again  and  again ; there  is  no  faith  in  Irish 
Eailw'ay  Management. 

4.  Pre-War  dividends  were  largely  the  result  of  underpaid 
labour. 

5.  Fares  and  Rates  are  at  a level  w'hich  does  much  damage 
to  the  trade  and  commerce  of  the  country ; and  the  con- 
ditions  are  such  that  the  Railway  Companies  under 
existing  conditions  cannot  appreciably  reduce  them. 

6.  There  is  grave  danger  of  an  immediate  confiict  between 
Railway  labour  and  the  Companies. 

7.  While  unification  or  grouping  of  the  Railw'aws  would 
eventually  produce  considerable  economy,  vet  the  relief 
would  not  be  immediate,  and  w'ould  not  be  adequate 
to  meet  the  situation. 

8.  The  Baronial  Guaranteed  Lines  are  run  at  a high  loss, 
and  the  burdens  on  the  Guaranteeing  Area.s  are  in- 
tolerable. 

0.  The  Dublin  and  South-Eastern  Railw'ay  Companv 
must,  some  time  or  another,  be  brought  more  inland 
south  of  Brav. 

V' 

10.  The  choice  before  the  Government  seems  to  us  to  lie 
between  twm  alternatives — namely,  (D  to  allow'  the 
Companies,  either  as  they  sta.nd,  or  unified,  or  grouped, 
to  fight  out  the  questions  in  dispute  w'ith  labour,  or  (2) 
to  snbsidise  or  acquire  the  Railwaws. 
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CUID  A II. 

An  tsli  ab  Fhearr  chun  na  Bóithre  I arainn  D Oi  B 'tlú 

Feasta. 

An  Plean  Bainisteoireachta  is  Stiúrthuithe  is  fearr 

Tá  gach  saghas  argóinte  ann  a theasbáineann  gur  fén  Rialtas 
is  ceart  na  bóithre  iarainn  a bheith. 

Seirbhís  puiblí  iseadh  iad  direach  ar  nós  an  pliuist,  an  ghutháin 
agus  an  telegraif ; dinid  maitheas  éigin,  beag  no  mór  agus  i s 
ón  Rialtas  a fuaireadh  cead  chun  a ndéanta  agus  chun  iad  do 
chimeád  ar  siubhal.  ciallmhar  an  rud  é gnó  den  tsaghas 

san  a bheith  a oibriu  mar  ghno  phríomháideach  mar  mhaithe 
le  dream  beag  amháin. 

Baineann  san  le  hEirinn  go  mór-mhór.  Tá  an  tir  ar  lí 
saol  nua  do  thosnú  agus  níl  aon  dabht  ná  go  ndéanfar  gach 
iarracht  is  féidir  chun  tráchtáil  is  tiúscal  do  chur  chun  cinn. 
Braitheann  an  dea-obair  go  mór  ar  na  bóithre  iarainn,  agus  an 
fhaid  agus  a bheid  san  fé  stiúra  phriomháideach  ní  fhéadfaidh 
an  Rialtas  a chion  féin  do  dhéanamh.  Is  dóichí  gur  mire  agus 
gur  saoire  a bheadh  an  t-iompar  dá  n-oibríti  na  bóithre  iarainn 
ar  mhaithe  leis  na  daoine  in  ionad  iad  a bheith  á n-oibriú  ar 
mhaithe  le  lucht  scaranna  amháin.  Ní  ghoillfeadh  sé  ró-mhór 
ar  an  Rialtas  cuid  den  sochar  do  chailhúint  no  roint  airgid  do 
dhíol  uatha  féin  ar  feadh  tamail  agus  dá  leanfadh  an  chailhúint 
féin  is  mó  an  sochar  ná  an  dochar  do  thiccfadh  as  don  Náisiún. 

Is  fiú  rud  éigin  tuairim  na  ndaoine.  Creidtear  gur  biad  na 
bóithre  iarainn  fé  ndear  a laige  atá  déantúsaí  na  hEireann. 
Téidheann  an  tuairim  ró-fhada,  dar  linn,  ach  is  díobháil  do 
thráchtáil  na  tíre  a leithéid  de  thuairim  do  bheith  ann  in  aon 
chor.  An  tugth.acht  atáimíd  chun  milleán  do  chur  ar  dhuine 
eile  i dtaobh  rud  a theipeann  orainn  féin  iseadh  a chuireann 
sinn  go  minic  ón  slí  cheart  do  lorg  chun  leigheas  d’fháil  ar  scéal. 

Ach  mar  sin  féin,  dá  mbeadh  an  stiúra  díreach  fén  Rialtas 
d’fhéadfaí  cur  ’na  choinnibh  go  dian.  Sé  an  stiúra  agus  ni  hé 
an  tseilbh  bheadh  ag  déanamh  buartha  do  dhaoine. 

Sé  an  chéad  rud  a déarfaí  ’na  choinnibh  ná  go  mbeadh  cúrsaí 
caidrimh  agus  cúrsaí  poihtiochta  ag  cur  isteach  ar  an  obair. 
Ar  an  ndara  dul  síos  deirtear  gur  leisciúla  an  lucht  oibre  bhíonn 
fé  stiúra  an  Rialtais  ná  an  lucht  oibre  bhíonn  fé  stiúra  phríomh- 
áidheach.  Is  gairid  an  mhoill  ar  lucht  scaranria  cnáimhseáil 
do  dhéanamh  nuair  a thuiteann  luach  na  scaranna  mar  ní  túisce 
thárluíonn  san  ná  tuigid  go  bhfuil  a n-ioncum  ag  dul  i luighead  ; 
ach  i gcás  bóthar  iarainn  an  Stáit  is  cuma  le  lucht  díolta  cánach 
rud  beag  sa  mbreis  a bheith  le  diol  aca  in  aghaidh  na  bhana  ; 
ní  maith  leo  é ach  sin  a bhíonn  ann. 
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PART  II. 

The  Best  Methods  of  Administration,  in  the  Interests  of 
THE  Shareholders,  the  Emploí'ees,  and  the  Public. 

Suggestions  for  Future  Management  and  Control. — Looldng  at 
the  iriatter  in  the  abstract,  it  is  difficult  to  see  an  answer  to  the 
argument  that  a railway  service  should  be  not  only  owncd,  but 
controlled  by  the  State. 

The  railway  system  of  a country  is  a public  service,  just  as  the 
postal,  telephone,  and  telegraph  services  are  public  services;  every 
person  in  the  oommunity  derives  beneíit,  inore  or  less,  from  it ; it  is 
a monopoly  owdng  its  existence  and  maintenance  to  powers  con- 
ferred  by  the  State.  Mere  theory  furnishes  no  reason  wdiy  a 
monoix)ly  of  the  kind  should  be  run  as  a private  concern  in  the 
interests  of  a very  small  section  of  the  community. 

Oonsiderations  of  this  sort  are  of  special  force  in  their  applica- 
tion  to  Ireland.  The  country  is  about  to  enter  upon  a new  career, 
in  which  it  is  safe  to  anticipate  that  every  effort  will  be  made 
to  develop  its  resources.  The  powers  of  any  Government  in  that 
direction  would  be  greatly  hampered  if  the  principal  means  of 
transjwrt — ujxin  which  industries  of  all  kinds  so  much  depend — - 
were  in  the  hands  of  private  individuals.  A stimulus  to  an  in- 
dustry,  in  the  shape  of  quick  or  cheap  transit,  is  much  more  likely 
to  be  applied  when  the  transit  is  rnn  for  the  public  benefit  than 
when  the  management  is  entirely  concerned  with  the  payment  of 
dividends.  In  the  former  case  a loss  of  profit  or  even  a running 
loss  may  reasonably  be  faced,  in  the  hope  that  the  loss  wdll  be 
merely  temporary,  or  if  otherwise,  that  it  wdll  be  balanced  by  a 
gain  to  the  nation  as  a whole. 

Further,  the  existence  of  a strong  public  opinion  upon  this 
question  is  of  some  consequence.  There  is  a widespread  belief 
that  the  Railway  Companies  are  ‘ ‘ killing  Irish  industries.  ’ ’ 
While  we  think  that  that  criticism  is  too  sweeping,  yet  the  exist- 
ence  of  the  belief  upon  which  the  criticism  is  founded  is  itself  a 
bad  thing  for  our  commerce ; the  proneness  to  attribute  our  own 
want  of  success  to  somebody  else’s  fault  frequently  deflects 
energies  from  the  direction  in  which  improvement  is  to  'be  found, 
if  it  is  to  be  found  at  all. 

Biit  there  are  pow’erful  general  objections  to  a system  in  wffiich 
State  ownership  and  State  management  are  combined.  These 
objecíions  are  mainly  to  the  management,  not  to  the  ownership. 

The  first  objection  to  State  management  is  that  the  concern  is, 
to  some  extent,  at  the  mercy  of  local,  sectional,  or  political  pres- 
sure.  The  second  is  that  the  incentive  to  efficient  working  is 
greatsr  in  a privately  managed  concern  than  in  a publicly  managed 
concein.  Anger  a shareholder  by  depriving  him  of  his  dividend, 
and  he  will  speedily  make  himself  heard,  for  the  touch  upon  his 
means  of  livelihood  is  very  direct;  run  a State  Railwaw  at  a loss 
and  wdthin  limits,  the  taxpayer  wdll  look  at  the  slight  íncrease  of 
taxation  as  a necessary,  if  unpleasant,  incident  of  existence. 
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Xí  sá  dliúinn  aon  rud  deimhnitheach  do  rá  i dtaobh  na  dtuairimí 
n mar  is  dóigh  linn  go  bhféadfaimíd  plean  nua  do  cheapa,  plean 
ná  beidh  na  pointí  sin  ’na  choinnibh.  Do  réir  ár  bplean-na 
beidh  an  tseilbli  ag  an  Rialtas  gan  an  stiúra  díreach  bheith 
aca. 


Ard-Bhórd  Neaspledch. 

Molaimid  go  gceannóch  an  Rialtas  na  bóithre  iarainn  ach  ná 
beidh  an  stiúra  fé  Aire  Stáit  ach  fé  sna  daoine  is  mó  go  mbionn 
baint  aca  leis  na  bóithre  iarainn. 


Cheapfai  bórd  no  comhairle  chuige  sin  ag  a mbeadh  gach 
comhacht  maidir  le  bainisteoireacht.  Ochtar  a cheapfai  ar  an 
mbórd  .i. 

1.  Cathaoirleach  ; ni  dhéanfadh  éinne  an  gnó  ach  duine  ag 

a rabeadh  eolas  ceart  ar  obair  bhóthair  iarainn  ; an 
Rialtas  do  cheapfadh  an  Cathaoirleach  so.  D’fhan- 
fadh  sé  in  oifig  ar  feadh  chúig  mblian  agus  bheadh 
tuarastal  oiriúnach  ag  dul  do  ; bheadh  sé  ’na  phrimh- 
stiúrthóir  ar  an  obair  ar  fad. 

2.  Fear  do  cheapfadh  lucht  déantús  na  hEireann.  Toisc 

san  cumann  eile  do  bheith  ann  chun  so  do  dhéanamh 

o 

béidir  gur  bé  an  Cumann  um  Aibiúchán  Tiúscal  is 
fearr  chuige  go  gcuirfear  cumann  nios  oiriúnai  ar  bun. 

3.  Fear  a cheapfadh  lucht  tráchtála  is  ceannuiochta  tri  sna 

Comhairli  Tráchtála. 

4 agus  5.  Beirt  a cheapfadh  Comhairle  na  bhFeirmeoiri 
no  pé  comhairle  a bhainfidh  le  hAireacht  na  Talmh- 
uiochta  as  so  aniach. 

6 agus  7.  Beirt  do  cheapfadh  lucht  oibre  na  tire. 

8.  Oifigeach  ó Aireacht  an  Airgid. 


Is  beag  ar  fad  an  deifriocht  a bheadh  idir  an  obair  a bheadh 
le  déanamh  aca  san  agus  obair  stiúrthóiri  an  lae  iniú ; do 
pléifi  gach  ceist  tháchtach  rómpa  ; sé  an  Cathaoirleach  do 
cheapfadh  na  pleannana  stiúrtlia.  Tri  bliana  téarma  oifige  na 
mball  go  léir  ach  amháin  an  Cathaoirleach  agus  gheobhaidis 
tuarastal.  Bheadh  bhóta  teilgthe  ag  an  gCathaoirleach  le  linii 
do  bhótai  an  dá  thaobh  bheith  có-ionann. 


I)o  bheadh  muinghin  ag  gach  éinne  go  n-oibreoch  bórd  den 
tsaghas  san  na  bóithre  iarainn  gan  bhásta  agus  mar  mhaithe  leis 
an  náisiún. 

Mar  adubhramair  cheana,  ba  mhór  an  t-atharú  ar  an  saol 
é na  búird  stiúrtha  ná  bionn  ach  ag  cuimhneamh  ar  lucht  scaranna 
do  chur  ar  neamhni,  agus  dream  a fhéachfadh  chun  maitheas 
na  tire  go  léir  do  chur  ’na  n-ionad,  agus  sin  é an  chúis  is  mó 
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Without  expressing  any  concluded  opinion  u]^x>n  these  objec- 
íions,  we  thinlv  a sjstem  of  State  ownership  without  State  inanage- 
ment  can  be  devised  to  whicli  these  objections  will  not  apph' . 

State  Ownership  with  Independent  RaÍLwap  Buard. — W e re- 
commend  that  the  Government  should  purchase  the  Iri.sh  Rail- 
ways;  but  that  the  management  should  not  be  directly  under  a 
State  Minister,  but  should  consist  of  persons  representing  the  in- 
terq^ts  most  vitally  and  directly  affected  by  Eailway  management. 

A National  Railwav  Board  should  be  constituted  which  would 
have  absolute  pctw^ers  of  management.  That  Board  inight  be  con- 
stituted  as  follows  : — 

1.  A Chairman,  who  should  be  a Railway  Expert  of  wide 

managerial  experience.  His  nomination  to  be  with  the 
Government.  He  should  hold  office  for  a period  of 
five  years ; he  should  have  a salary  oommensurate  with 
the  importance  of  his  position ; he  would  be,  in  effect, 
the  Managing  Director  of  the  entire  system. 

2.  A Representative  of  the  Manufacturing  Industries  of  the 

countrv,  to  be  nominated  by  the  Manufacturers.  Thra'e 
is,  so  far  as  we  know,  no  Manufacturers’  Association 
in  Ireland ; the  Industrial  Development  Associations 
might  be  asked,  pending  the  formation  of  a Manufac- 
turers’  Association,  to  nominate  this  representative. 

3.  A Representative  of  Trade  and  Commerce,  to  be  nonii- 

nated  by  the  Chainbers  of  Commerce. 

4 & 5.  Two  Representatives  of  Agriculture,  to  be  nominated  by 
the  Council  of  Agriculture  or  other  vocational  Council 
attached  to  the  Ministrv  of  Agriculture,  which  may 
hereafter  be  set  up  in  connection  therewith. 

6 & 7.  Two  Representatives  of  Labour. 

8.  A Government  Official  to  represent  the  Irish  Treasiu  v. 

The  duties  of  Numbers  2,  3,  4,  5,  6,  7,  and  8 wnuld  be  anaJo- 
gous  to  those  of  the  present  Railway  directors.  All  questions  of 
policy  would  come  before  them ; the  Chairman  would  be  the  Chief 
Executive  Officer  to  see  that  the  policy  was  carried  out.  Thev 
should  hold  office  for,  say,  three  years,  and  all  save  the  last  should 
receive  reasonable  remuneration,  having  regard  to  their  duties. 
'The  Chairman  would  have  a casting  vote  in  case  of  an  even 

division . 

A body  so  constituted  would  command  the  confidence  of  all 
sections  of  the  public,  and  could  be  relied  on  to  see  that  the  Rail- 
ways  are  ecDnoinicallv  and  efficiently  woihed  for  the  benefit  of  the 

country. 

While  we  ground  our  opinion  in  favour  of  State  ownership 
mainly  upon  the  results  that  w^e  would  expect  froin  tlie  changed 
[xilicj  that  would  follow  from  the  substitution  foi  Boaids  of 
Directors,  concerned  with  the  payment  of  dividends,  of  a body 
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jjur  mholamair  an  socrú  atá  luaidhte  againn.  Ach  bheadh 
eabhas  eile  ar  an  scéal  agus  sábháilt  airgid  leis  dá  ndintí  do 
■éir  ár  bplean.  Pé  slí  ’na  bhféadfaí  aon  chólucht  amháin  do 
Ihéanamh  de  sna  46  cóJuchtaí  atá  ann  fé  láthair  gheobhfuí  (1) 
ucht  stiúrthuithe  agus  bainisteoireachta  do  luigheadú,  (2)  na 
1 raeneacha  agus  a mbaineann  leo  do  chó-órdú,  (3)  standard  do 
'ihur  i bhfeidhm  maidir  le  déanamh  inneal,  trucailí,  cóistí,  etc., 
.igus  (4)  mór-chuid  do  cheannach  le  chéile  in  aon  iarracht  amháin. 


Sé  ár  dtuairim  leisgobhféadfaínios  mó  gléasanna  iompair  (innil, 
iiucailí,  cóistí,  etc.)  do  dhéanamh  in  Eirinn  ná  mar  a dintear 
ié  láthair,  gan  airgead  do  chaitheamh  in  aisce. 


Baint  ag  Lucht  Oibre  leis  an  mBainisteoireachi. — Is  dóigh  le 
cuid  againn  gur  ceart  an  obair  do  roint  idir  lucht  oibre  agus  na 
1 tainisteoiri  fé  stiúra  an  Ard-Bhúird  roinih-ráite.  Is  dóigh  leis 
í n gcuid  eile  ámh,  nách  féidir  san  do  dhéanamh. 


Molaimid  rudaí  áirithe  i gcuid  a III.  den  tuarasgbháil  seo  i 
( taobh  có-bhúird  do  chur  ar  bun  chun  ceisteanna  oibreachais 
( o réiteach  agus  táimíd  go  léir  ar  aon  aigne  gur  cearfc  don  Ard- 
] 5hórd  agus  do  sna  có-bhúird  na  smaointe  atá  sa  mhír  dheirean- 
1 ach  do  chur  trí  chéile. 


Ceíst  an  Airgid. — Maidir  le  hairgead,  sí  aii  Dáil,  thar  cheann 
í n Náisiún  a chaithfeadh  é sholáthar  chiui  an  ceanriaoh  do 
c héanamh. 

Molaimíd  Cúirt  do  chur  ar  bun  chun  a fháil  amach  cad  is  fiú 
j 100  stoc  (Debentúr,  Céad  Eileamh,  no  Gnáthach  do  réir  mar  a 
1 heidh)  de  gach  cólucht  do  cheannófaí ; agus  ansan  go  dtabh- 
s rfadh  an  Rialtas  Bannaí  Bhóthair  larainn  do  gach  duine  ag  a 
I hfuil  scaranna  ar  an  méid  a mholfadh  an  Chúirt  ar  ráta  réasúnta 
nis.  Ba  cheart  duine  atá  no  a bhí  ’na  bhreitheamh  do  bheith 
£ r an  gCúirt,  agus  beirt  chúntasaí  eolgaiseach  a bheith  aige 
(hun  é chomhairliú  amháin,  an  Rialtas  d’ainmneoch  duine  aca 
gan  agus  na  Cóluchtai  an  duine  eile. 

Maidir  leis  na  líní  go  mbaineann  urús  barúntachta  leo  do 
labharfaí  bannaí  den  tsaghas  chéanna  dóibh  seo  ag  a bhfuil 
tcaranna  agus  do  gheobhaidís  an  t-ioncum  céanna  as  na  bannaí 
sin  agus  tá  á fháil  aca  as  na  scaranna  anois.  Molaimíd  an 
t-urús  barúntachta  do  chur  ar  neamhní. 

Ba  cheart  don  Dáil  Ciste  Luigheaduithe  do  bhunú  chun  go 
l hféadfaí  roint  áirithe  de  sna  bannai  do  chur  i ndísc  gach  deich 
1 ibliana,  abair. 

Is  fiú  timpall  25  no  30  milliún  púnt  scaramia  na  mbóthar  iar- 
ainn  do  réir  marga  an.  lae  iniu.  Ní  abraimíd  gur  bé  praghas  an 
Iie  iniu  an  praghas  is  ccart  a thabhairt  ortha.  Ní  aontuímíd  le 
r luintir  na  gcólucht  ach  an  oiread  adeireann  gur  ceart 
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having  the  public  welfare  always  in  view,  vet  there  are  other 
advantages  which  should  not  be  left  out  of  account.  These 
advantages,  which  any  system  of  unification  would  bring  about, 
are  of  four  classes — (1)  The  remodelling  and  diminution  of  the 
Supervisory  Staff , including  the  Directorate ; (2)  the  co-ordination 
of  services;  (3)  the  construction  and  standardisation  of  engines, 
wagons,  coaches,  and  rolling  stock ; and  (4)  the  purchasing  of 
stores  in  bulk. 

We  are  of  opinion  that  under  any  unified  system  the  building 
of  rolling  stock  in  Ireland  could,  consistently  with  economy  and 
getting  the  best  value  for  the  money,  be  greatly  developed. 

Association  of  Labour  wítli  the  Railwag  Management. — Some 
of  the  members  of  the  Conimission  are  of  opinion  that  more 
eíficieut  and  economical  administration  and  better  co-operation 
between  the  various  sections  of  the  Railwav  Stafts  would  be 
attained  by  associating  tbe  Stafts  with  the  responsibility  for  ad- 
ministering  the  system  after  the  policy  ha.s  been  determined  by 
the  Railway  Council.  The  other  members  are  not,  however, 
convinced  that  this  proposai  is  feasible. 

In  Part  III.  of  this  Report  we  make  some  recommendations 
respecting  the  formation  of  Joint  Boards  to  deal  with  labour 
qucstions,  and  we  advise  that  the  proposals  suggested  in  the  last 
paragiaph  should  be  carefully  considered  both  by  the  Railway 
Council  and  the  Joint  Boards. 

Fmancing  the  Transaction. — The  nation,  through  its  Parlia- 
ment,  should  fmance  the  entire  undertaking  when  acquired. 

We  suggest  that  the  best  method  of  purchase  is  to  set  up  a 
Ti'ibunal  which  wúll  ascertain  the  cash  value  of  ^IOO  Stock  (De- 
benture,  Preference,  or  Ordinary,  as  the  case  may  be)  in  each  of 
the  acquired  undertahings.  When  so  ascertained,  the  State 
should  issue  Railw'ay  Bonds  to  each  Stockholder  for  the  amount 
so  ascertained,  bearing  a reasonable  rate  of  interest.  The 
Tribunal  should  consist  of  a person  holding,  or  having  held,  high 
judicial  office,  with  the  assistance  of  two  experienced  accountants 
(whose  functions  should  he  advisory  only),  one  to  be  nominated 
by  the  Government  and  the  other  by  the  Railway  Companies. 

Ab  to  the  Guaranteed  Lines,  similar  Railw'ay  Bonds  should  be 
issued  to  each  Stockholder  to  an  amount  which  will  bring  him  in 
an  income  equivalent  to  the  present  income  from  his  holding, 
and  the  liability  of  the  guaranteeing  area  should  be  extinguished. 

Provision  should  be  made  bv  Parliament  for  the  formation  of 
a sinking  fimd,  so  as  to  redeem,  say,  every  ten  years  a certain 
proportion  of  the  Railway  Bonds  so  issued. 

The  present  market  value  of  the  entire  Irish  Railway  Stocks 
is  round  about  T2o/30,000,000.  We  do  not  suggest  Biat  the 
present  market  price  should  be  taken  as  the  criterion  of  value, 
nor  can  w^e  agree  with  the  contention  of  the  Railway  Companies 
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ai  meastachán  do  bheith  do  réir  na  praghasanna  a bhi  le  fáil 
ro  mh  an  choga  mhór  no  do  réir  an  ioncuim  a bhí  le  fáil  an  uair 
sin.  Caithfidb  an  Chiiirt  cuimhneamh  ar  gach  taobh  den  scéal 
ag  us  nior  mhór  di  leis  féachaint  ar  cionnus  is  dóichi  a bheidh  an 
sc  íal  ag  gach  cólucht  feasta.  Ní  foláir  di  mórán  ceisteanna  do 
ré  teach  ; an  siochán  no  coga  a bheidh  againn  in  Eirinn,  an  dea- 
th  "áchtáil  no  a mhalairt  a bheidh  ann,  cad  a thiocfadh  de  bharr 
co  ga  idir  an  lucht  oibre  agus  na  cóluchtaí  agus  cionnus  a bheadh 
ar  scéal  i dtaobh  páidh  agus  coiniollacha  oibre.  Ba  dheacair 
na  ceisteanna  san  do  réiteach  ni  nách  iongna,  ach  nil  an  oiread 
sa  1 deifríochta  idir  iad  agus  ceisteanna  eile  a bhíonn  le  réiteach 
go  minic  ag  daoine,  is  cuma  breithiúin  no  gnáth-dhaoine  iad. 

\Iá  dintear  an  t-athrú  san  caithfear  cúiti\'i  le  gach  duine  a 
chúrfear  as  post  dá  dheascaibh  idir  stiúrth<3iri  agus  eile. 

Le  linn  na  finnéachta  do  tagradh  do  dhream  bheag  d’fhearaibh 
m.  lacánta  atá  ar  phinseann  cheana  féin.  Bhí  méid  an  phinsinn 
sii  beag  go  leor  i gcomhnui,  ach  anois  nuai]‘  nách  féidir  ach 
lui  bch  deich  scillinge  d’fháil  ar  phúnt,  ní  fiú  trácht  air  in  aonchor. 
ili  sa  mbhain  atá  ag  Máistir  áirithe  Stáisiúin  tar  éisdo  oibriú 
ar  feadh  45  bliana. 
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Stáisiún  i Lár  na  Cathrach. — Dar  le  h-árd-innealtóir  Bhórd  na 
n-  Dibreacha  ba  cheart  stáisiún  mór  do  thógaint  i lár  na  cathrach 
sa  1 áit  ’na  raibh  tigh  na  gcustom  agus  fuaramair  mola  ó dhream 
áiiithe  atá  tar  éis  coiste  do  chur  ar  bun  chu.n  feabhas  do  chur 
ar  Bhaile  Atha  Cliath.  Dubhradar  go  bhfuighfí  Ard-Oifig  an 
P1  uist  do  thógaint  ann  chó  maith  le  stáisiún  mór.  Is  fiú 
dc  n Rialtas  machtnamh  ar  seo,  mar  gan  aon  dabht,  do  sábhálfaí 
ana-chuid  aimsire  dá  mbeadh  aon  stáisiún  mhór  amháin  ann  go 
mor-mhór  dá  mbeadh  Ard-Oifig  an  Phuist  gairid  do. 


Seilbh  an  Stáit  agus  a Mhalairt. — Dubhramair  cheana  i gcuid 
a ’ go  nibeidh  troid  agus  clampar  ann  idir  an  lucht  oibre  agus  an 
lui  :ht  stiúrtha  mara  gcuirfidh  an  Rialtas  isteach  ortha  agus  go 
millfeadh  a leithéid  de  throid  an  tir  ar  fad. 


Vlá  tá  an  ceart  againn  sa  mhéid  sin  is  léir  go  gcaithfidh  an 
Ri  iltas  lámh  chonganta  do  thabhairt  sa  scéal  ar  chuma  éigin. 
Nít  aon  dul  as  ; mara  dtógfaicUi  an  8tát  na  bóithre  iarainn  ar 
fad  níor  mhór  don  Rialtas  airgead  do  bhronna  ar  na  cóluchtai 
ga  1 aon  smacht  do  bheitli  aca  ortha  agus  sin  rud  nách  niaith 
lirn  in  aon  tsaghas  slí. 


í,e  linn  na  hoibre  do  buaileadh  isteach  in  uigne  dhuine  éigin 
ag  linn  go  mbeadh  gach  rud  sa  mhullach  ar  an  Rialtas  óg  nua 
ag  is  gur  bhfearr  cognamh  mar  sin  do  thabliairt  ar  feadh  cúpla 
blian  ná  an  plean  eile,  agus  san  do  dliéanandi  ar  choinioll  go 
nilieadli  na  cóluchtaí  toilteannach  daoine  lasmuich  den  lucht 


I 
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that  the  value  of  the  stocks  should  be  estimated  on  the  basis  of 
their  pre-war  value  or  pre-war  yield.  The  Tribunal  must  ascer- 
tain  the  value  having  regard  to  all  the  existing  conditions  and 
to  the  dividend-jielding  potentialities  of  the  various  Companies. 
In  this  task  the  Tribunal  must  necessarilj  make  a mental  esti- 
mate  of  the  future  conditions  of  the  countrj,  of  the  probable 
decision  of  a conflict  between  the  Companies  if  left  to  them- 
selves,  and  labour,  and  the  result  of  that  decision  upon  wages  and 
conditions.  This,  of  course,  is  a difficult  task,  but  it  differs  only 
in  degree,  and  not  in  kind,  from  other  problems  which  are  fre- 
quentlv’  set  for  judicial  solution,  be  it  by  laymen  or  by  lawyers. 

Any  scheme  for  State  acquisition  must  provide  for  the  super- 
annuation  or  other  compensation  of  those  who  lose  their  positions 
in  the  process,  including  the  Directors. 

In  this  connection  our  attention  was  drawn  to  the  position 
of  a small  body  of  deserving  men  already  superannuated.  The 
allowances  formerly  made  were  small  enough,  but  now,  having 
regard  to  the  diminished  value  of  the  £,  they  are  the  merest 
pittances ; for  example,  it  was  given  in  evidence  that  a certain 
retired  Stationmaster  has  an  allowance  of  £18  a year  after  45 

vears  of  service. 

•/ 

Central  Station. — During  the  inquiry  a suggestion  was  con- 
veyed  to  us  from  Mr.  T.  M.  Batchen,  Chief  Engineer  of  the 
BÓard  of  Works,  that  a Central  Station  should  be  erected  on 
the  site  of  the  Custom  House ; and  after  our  public  inquiry  had 
terminated,  certain  gentlemen,  who  are  forming  a North-Eastern 
Dublin  Development  Committee,  made  a furtber  suggestion  that 
the  Custom  House  site  and  land  adjoining  should  be  made  avail- 
able  for  a new  Post  Office  and  a Central  Station  as  well.  Such 
a project  is  well  worthy  of  consideration  by  the  Government,  for 
there  can  be  no  question  but  that  a Central  Station,  especially 
in  the  close  vicinity  of  the  General  Post  Office,  would  meaii  a 
tremendous  saving  of  public  time.  But  we  have  not  sufficient 
materials  before  us  to  judge  whether  such  a plan  is  advisable  or 
feasible  at  present  or  in  the  near  future. 

The  .ílternatwe  to  State  Acquisition. — We  have  already,  in 
Part  I.,  ex])ressed  our  opinion  that,  if  the  Railway  Companies 
are  left  to  tliemselves,  there  will  be  a bitter  conflict  between  tbe 
iManagement  and  the  Employees,  and  that  such  a conflict  would 
probably  prove  disastrous  to  the  country . 

If  we  are  right  in  tbis  opinion,  it  is  obvious  that  State  aid  in 
some  shape  is  necessary.  The  only  alternative  to  the  proposal 
for  State  ownership  is  State  subsidy,  without  any  public  control, 
and  this  we  consider  quite  indefensible. 

In  the  course  of  our  investigations  it  occurred  to  some  of  the 
niembers  of  the  Commission  that,  in  order  not  to  embarrass  a 
Government  of  a newly  established  State  with  the  immediate 
adoption  of  a plan  of  State  acquisition,  a subsidy  to  be  continued 
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sjaranna  do  leigint  ar  na  binrd  stiúruithe  an  fhaid  is  ná  beadh 
a íi  iomarca  da  leitheidi  ann.  D’fhagadh  san  an  focal  deireannach  < 
ay  lucht  na  scaranna.  Do  chuir  an  Cathaoirleach  ceist  chun 
t lairim  na  gcólucht  d’fháil  air  sin  agus  fuaramair  freagra  tar  éis  na 
t onóil  puiblí  do  chríochmi.  Tá  an  leitir  curtha  isteach  againn 
mar  aguisín  don  tuarasgbháil  seo. 


Is  léir  dúinn  ón  bhfreagra  so  ná  tuigid  muintir  na  gcólucht 
dí  gcruadh-chás  féin. 

Ní  féidir  leis  na  cóluchtai  dar  limi,  an  obair  do  chimeád  ar 
siubhal  i bhfad  gan  congnamh  ón  Rialtas,  agus  caithfimid  a rá 

g ir  aifeiseach  aii  rud  e na  tairgid  nios  mó  ná  mar  a dhinid  sa 
leitir  sin. 

SocTu  ScQludocJi.  ^lVIunar  dul  thar  teoraimi  dúinn  é,  deirimíd 
gi  ir  ceart  don  Rialtas  sealbh  *d’fhail  ar  na  bóithre  iarainn  anois 
d reach.  D’fhéadfaí  san  do  dhéanamh  fé  chomhachta  an  Achta 
uj  Q Rialu  Bothar  larainn,  1871,  agus  coga  ar  siubhal. 

Nuair  a bheidh  siocháin  ann  arís,  ní  fada  go  gceapfaí  dlí  chun 
m ^ boithre  iarainn  do  cheannach  fé  mar  a mholaimíd  ; agus 
b’:huirist  socrú  sealadach  do  dhéanamh  a hanfadh  go  gcuirfí 
ar  dlí  nua  i bhfeidhm. 

CUID  A.  III. 

Lucht  Oibhe  Agus  Lucht  Stiúbuithe. 

An  Méid  Daoine  atá  ag  Obair.—l  mi  na  Márta,  1921,  bhí  30,511 
da  3ine  ag  obair  do  sna  cóluchtai  mar  leanas  : — 


{a)  Grádanna  ag  a mbíonn  baint  leis  na  trae- 
neacha,  tiománuithe,  gárdaí,  fir  na  gcomh- 
arthaí,  giollaí  na  stáisiún,  fir  líne,  &c., 


timpal 

...  19,500 

(6)  Cléirigh,  timpal 

...  2,600 

(c)  Máistiri  Stáisiún,  Maoir  Earraí,  timpal 

800 

{d)  Ggiri  agus  a leithéidi,  timpal 

250 

(e)  Ceárduithe,  timpal 

...  6,300 

(/)  Mná  agus  cailini,  timpal 

1,030 

Coiniollacha  Seirbhise  roimh  an  Choga. — Roimh  an  ladh  lá 
Feabhra,  1919,  ní  raibh  an  riail  mar  gheall  ar  ocht  n-uair 
a c iluig  sa  ló  i bhfeidhm  ach  imeasc  grádaí  áirithe  sna  háiteanna 
ba  ghnóthaí.  ,i.  Fir  Siúntalá  agus  Fir  na  gComharthaí. 
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for  a few  years  miglit  be  suggested  on  the  terms  of  the  Railwaj 
Companies  submitting  themselves  to  a modified  public  control, 
which  at  the  same  time  would  leave  the  ultimate  decision  on 
questions  of  policy  and  management  wdth  the  Shareholders’  Re- 
presentatives  on  the  Railway  Boards.  Our  Chairman  having  put 
a question  to  ascertain  the  views  of  the  Companies  on  the  matter, 
a reply  was  received  after  the  conclusion  of  our  public  sittings, 
which  we  annex  as  an  appendix  to  our  Report. 

This  reply  satisfies  us  that  the  Companies  fail  to  appreciate 
the  difficulties  of  their  own  position. 

The  suggestion  as  to  public  representation  contained  in  that 
letter  we  consider  wholly  inadequate,  having  regard  to  the  fact 
that,  in  our  view  at  all  events,  the  Companies  cannot  carry  on  at 
all  for  any  considerable  time  wdthout  Government  assistance  in 
some  form. 

Interval  Before  State  Acquisition. — If  we  are  not  exceeding 
our  province  in  doing  so,  we  suggest  that  the  Government,  in 
the  present  military  emergency,  should  exercise  the  pow’ers  con- 
ferred  on  them  by  the  Regulation  of  Railways  Act,  1871,  by 
takinc  possession  of  the  Railways. 

When  the  emergency  has  ceased,  the  interval  before  a statute 
lo  give  effect  to  our  recommendations  and  to  vest  the  Railways 
in  the  State,  could  be  passed,  would  be  very  short ; and  some  tem- 
porarj  arrangement  might  be  come  to  between  the  Companies 
and  the  Government  so  as  to  tide  over  the  interval. 


PART  III. 

THE  RrL.\TIONS  BeTW'EEN  the  Railw.w’  Wobeers  .\N1) 

THE  COMPANIES. 


Numhers  of  Persons  Employed. — There  were  employed  by 
the  Irish  Railway  Companies  in  March,  1921,  30,511  persons,  as 
follows  : — 


(a)  Conciliation  Grades — that  is,  Employees  en- 
gaged  in  the  manipulation  of  trafíic,  about  ... 

(5)  Clerical  Staff,  about 

(c)  Stationmasters,  Goods  Agents,  etc.,  about  ... 

(d)  Supervisory  Staff— viz.,  Inspectors,  Super- 
visory  Foremen,  etc. — in  the  several  Traffic 

Departments,  about 

(e)  Em|5loyees  in  the  Worhshops,  viz.,  Mecha- 
nics,  Artizans,  etc.,  about 

(/)  Woinen  and  Girls 


19,500 
2 ,600 
800 


250 


6,300 

1,030 


Pre-War  Conditions. — Prior  to  the  Ist  Februaiw,  1919,  there 
was  no  eight-hour  day  save  for  such  grades  as  Shunters  and  Sig- 
nalmen  on  busy  sections  of  line. 
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Mar  adubhradh  cheana,  bhí  an  pá  ana-íseal,  sna  grádanna 
} b ísle  go  mór-mhór.  Do  gheibheadh  giolla.  stáisiúín  idir  15s. 
fgus  165.  l|d.  sa  tseachtaindo  réir  a ghráda  agus  na  fir  mile  ó 
. 35.  \dd.  go  175.  5d.  sa  tseachtain. 

Le  linn  an  chogaidh  agus  suas  go  ham  smacht  an  Rialtais  is 
f r éigin  a tháinig  aon  atharú  ar  choiniollacha  agus  ar  faid  an  lae 
c ibre.  Do  thug  cuid  de  sna  cóluchtai  a dhó  no  a tri  scillinge 
.«1  mbreis  mar  bhonus  toisc  an  costas  beatha  bheith  ag  eirghe. 

An  lacih  lá  d’Eanair,  1917,  iseadh  thosnuigh  smacht  an  Rialtais, 
agus  fuair  an  lucht  oibre  bonusai  ó am  go  ham  ’na  dhiaidh  sin. 

I >o  dineadh  atharu  mor  sa  mbliain  1919,  sa  ]>há  agus  sna  coiniol- 
I icha  oibre. 

D’árduiodh  an  pá  go  mór  agus  nuair  do  cuireadh  deire  le 
s iiacht  an  Rialtais  an  1.5adh  la  de  Lughnasa,  1921,  díreach  roimh 
an  chéad  thicjnól  de  Chúirt  Ui  Charagáin,  bhi  535.  6d.  ar  a 
luigheaci  á fháil  ag  giollai  stáisiúin  agus  ag  íir  mile,  agus  ni 

r libh  nios  lú  na  £80  sa  mbliain  dá  fháil  ag  aon  chléireach  dá 
cige  é. 

Do  dineadh  atharú  iongantach  ar  na  coiniollacha  ; do  cuireadh 
s andard  i bhfeidhm  i dtreo  gur  fén  riail  chéanna  a bheadh 
gich  fear  den  ghrád  chéanna  agus  do  cuireadh  riail  an  ocht 
n-uair  a chluig  i bhfeidhm  leis. 

Nuair  a cuireadh  deire  le  smacht  an  Rialtais  do  ghoill  na 
hitharuithe  go  trom  ar  na  cóluchtai  agus  d’iarradar  go  gcuirfi 
cuid  aca  ar  neamhni.  Dubhradar  nárbh  fhéidir  leo  an  gnó  do 
cliiméad  ar  siubhal  agus  na  hatharuithe  sin  i bhfeidhm. 

Do  dhin  muintir  na  gCólucht  agus  muintir  Chumann  na 
gCeárd  an  cheist  do  phlé  ón  8adh  lá  de  Lughnfisa  go  dti  an  15adh 
lá,  agus  sa  deire  do  cuireadh  Cúirt  Ui  Charagáin  ar  bun.  Siad 
ni,  Cumainn  a bhi  páirteach  sa  chódháil  ná  an  A.S.L.E.  an 
N.U.R.  agus  an  R.C.A. 

Do  socruiodh  eatorra  na  ceisteanna  um  phá,  standard  agus 
faid  an  lae  oibre  d’fhágaint  fé  chúirt  ar  a mbeadh  cúigear  a 
cleapfadh  muintir  na  gcólucht,  cúigear  a cheapfadh  an  lucht 
oibre  agus  Cathaoirleach  a cheapfadh  an  t-Ard-Seansailéir. 
N raibh  sé  mar  choinioll  go  gcaithfeadh  ceachtar  aca  géille 
d(  n bhreithiúntas.  * 

Do  shuidh  an  Chúirt  ón  22adh  lá  de  Lughnasa  go  dti  an 
2í  adh  lá  de  Mhi  na  Samhna  agus  nuair  do  theip  ar  an  dá  thaobh 
ré  teach  le  chéile  sa  deire  thiar  thall,  do  thug  Liam  0 Caragáin 
a bhreithiúntas. 
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As  stated  in  a previous  part  of  our  Report,  the  wages,  espe- 
cially  in  the  lowest  grades,  were  extremely  low.  The  average 
wages  of  Railway  Porters  varied  from  15/-  to  16/1^  per  week, 
according  to  the  classes  into  which  they  aj:e  now  divided,  and  of 
Platelayers  from  13/10  to  17/5  per  week. 

Conditions  During  the  War  and  at  Prescnt. — During  the  War 
and  until  the  period  of  Government  Control  the  hours  and  con- 
ditions  of  service  remained  practically  unaltered.  In  the  pre- 
Control  period  a War  Bonus  of  2/-  to  3/-  per  week  was  granted 
by  some  Companies  to  help  to  meet  the  increased  cost  of  living. 

The  Government  assumed  Control  on  the  Ist  January,  1917, 
and  thereafter  granted  increased  bonuses.  In  1919  great  changes 
were  made  both  in  wages  and  in  hours  and  conditions  of  service. 

Thus,  the  w^ages  were  substantially  inci’eased,  so  that  at  the 
termination  of  Control,  on  15th  August,  1921,  immediately  prior 
to  thd  first  sitting  of  the  Carrigan  Tribunal,  the  lowest  Railway 
Porter’s  wage  w’as  53/6  per  week,  the  lowest  Platelayer’s  53/6, 
and  the  lowest  Clerk’s,  T80  per  annum. 

As  to  the  conditions  of  service,  the  changes  w^ere  radical  in 
character,  including  a system  of  standardisation  more  or  less  com- 
plete  and  the  operation  of  an  eight-hour  day  on  all  Irish  Railw^ays. 

When  Government  Control  ceased  on  the  15th  August,  1921, 
the  Railway  Companies  found  themselves  embarrassed  by  these 
changes,  and  sought  some  relief  therefrom,  contending  that,  with 
the  increased  scale  of  w^ages,  the  principle  of  standardisation , 
and  the  universal  eight-hour  day,  it  would  not  be  possible  to 
carry  on. 

Negotiations  were  opened  up,  and  as  a result  the  Carrigan 
Tribunal  was  established.  That  Tribunal  was  the  result  of  an 
agreement  a'rrived  at  at  meetings  which  took  place  from  the 
8th  to  the  15th  August,  1921,  between  representatives  of  the 
Companies  on  the  one  hand  and  representatives  of  the  followdng 
Trade  Unions  on  the  other  : — 

1.  Associated  Society  of  Locomotive  Engineers  and  Firemen. 

2.  National  Union  of  Railwaymen. 

3.  Eailway  Clerks’  Association. 

The  agreement  provided,  in  effect,  that  the  dispute  as  to 
wages,  standardisation , and  the  eight-hour  day  should  be  referred 
to  a Tiibunal,  consisting  of  five  members  nominated  by  the  Rail- 
way  Companies  and  five  members  nominated  by  the  Railway 
Trade  Unions,  andof  an  independent  Chairman,  to  be  nominated 
by  the  Lord  Chancellor,  who  nominated  Mr.  William  Carrigan, 
K.C.  The  agreement  did  not  provide  that  the  parties  should  be 

bound  by  the  Award. 

The  Tribunal  sat  from  22nd  August  to  29th  November,  1921, 
and  ultimately,  as  the  represehtatives  of  the  men  and  the  Com- 
panies  failed  to  agree,  Mr.  Carrigan  made  his  Award. 
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Do  foillsíodli  breithiiintas  an  Charagánaigh  i dtrí  roint,  roint 
f r an  lOadh  lá  de  Mheadhon  Fhoghmhair,  roint  ar  an  19adh 
I ijde  mhí  na  Samhna,  agus  roint  ar  an  17adh  lá  de  mhí  na  Nodlag, 
1921,  agus  seo  mar  shocruigh^sé  an  scéal  : — 

Ar  an  gcéad  dul  sios  dubhairt  sé  gur  cheart  standard  do 
l heith  ann  ach  gan  é bheith  ró-dhaingean,  sé  sin  le  rá  nách  mar 
0 chéile  bheadh  an  pá  agus  na  coiniollacha  agus  faid  an  lae 
cibre  i ngach  áit.  Do  dhin  sé  trí  roint  de  sna  bóithre  iarainn 
co  réir  a cltácht  agus  a láidreachta  maidir  le  hairgead.  Do 
siocruigh  sé  standard  fé  leith  do  chur  i bhfeidhm  i ngach  ceann 
c e sna  trí  ranna  ach  go  mbeadh  an  standard  céanna  ag  gach 
lóthar  iarainn  don  roinn  cliéanna. 

Ar  an  ndara  dul  síos,  bhi  an  breithiúntas  i gcoinnibh  na  rialach 
V m ocht  n-uair  a chluig  sa  ló.  Má  cuirtear  an  riail  sin  i bhfeidhm 
gD  daingean  sé  a brí  ná  : — 

(1)  Ná  hiarfar  ar  fhear  oibre  oibriú  níos  .sia  ná  ocht  n-uaire 

a chluig  sa  ló. 

(2)  Ná  brisfidh  aon  tamal  scuir  isteach  ar  na  hocht  n-uaire  ; 

má  thosnuíonn  fear  ar  a 8 a.m.  beidh  deire  aige  ar 
4 p.m.  mara  mbeidh  uair  chun  béile  aige,  is  cuma  é 
bheith  ag  obair  no  gan  a bheith  ar  feadh  na  haimsire 
ó 8 a.m.  go  4 p.m. 

Breithiúntas  ana-chruinn,  ana-bheacht  iseadh  an  breithiúntas 
ag’us  níl  aon  ghráda  ná  fuil  socrú  ann  ’na  chóir.  Do  moladh  go 
njjlacfadh  cuid  aca  le  haimsir  deighilte.  Mínítear  thíos  cad 
is  Aimsir  Deighilte  ann,  agiis  cad  é an  cur  i gcoinnibh  an 
bl  ireithiúntais  a bhí  ag  lucht  oibre. 

Sa  treas  dul,  do  dhainginigh  an  breithiúntas  an  gearra  do 
dineadh  ar  phá  an  lucht  oil)re  an  16adh  lá  de  Lughnasa,  1921, 
ach  d’fhág  san  an  pá  a bhfad  níos  aoirde  ná  mar  a bhi  sé  i 1914, 
ó 100  per  cent.  go  200  per  cent.  níos  aoirde.  Bheadh  42ó‘.  9í/.  ag 
ai  g-jolla  stáisiúin  ab  ísle  pá  agus  d’ísleoch  an  pá  do  réir  mar 
tl:  uitfeadh  an  co.stas  beatha. 

Níor  thaithin  an  breithiúntas  leis  na  fearaibli  agus  do  bagaradh 
st;  LÍlc  ar  na  cóluchtaí.  Do  chuir  an  Rialtas  isteach  ar  an  scéal, 
agus  i nii  Feabhra,  1922,  do  dineadh  socrú  an  pá,  na  huaireanta 
agus  na  coiníollacha  d'fhágaint  mar  a bhíodar  go  dtí  an  loadh 
lá  Lughnasa,  1922,  acli  amháin  atharuithe  bheaga  do  dhéanamh 
or  ha,  agus  an  pá  do  ghearra  2^.  sa  tseachtain  ón  lóadh  lá  de 
m.  lí  na  Béaltaine,  rud  a dineadh.  Sin  mar  atá  an  cheist  iniu. 

Is  mitliid  dúinn  anois  ár  dtuairim  do  thabhairt.  Maidir  leis 
an  standard  ní  fiú  le  rá  é má  dintear  do  réir  an  phlean  a mholaimíd, 
ealhon,  na  bóitlire  iarainn  go  léir  do  thabhairt  fé  aon  stiúra 
an  háin  fén  Rialtas.  Bé  áiteamh  na  gcólucht  nár  thug  an 
stí  ndard  cotlirom,  agus  do  tugadh  mar  shampla  beirt  ghiolla 


an  Deiscirt  agus  an  duine  eile  do  Blióthar  Tarainn  an  Daingin 
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The  Carrigan  Award,  which  was  published  in  three  instal- 
ments,  dated  respectively  the  lOth  September,  1921,  the  19th 
November,  1921,  and  the  17th  December,  1921,  in  short,  provided 
as  follows  : — 

First,  it  provided  for  a modified  system  of  standardisation. 
Tliat  is  to  say,  it  did  not  provide  that  a uniform  standard  of  wages, 
hours.  and  conditions  should  prevail  all  round ; it  constituted  three 
different  groups  of  railways,  according  to  their  importance  and 
financial  position  ; and  it  provided  that  the  same  standard  should 
apply  to  each  of  the  units  constituting  the  group,  but  that  each  of 
the  three  groups  should  have  a different  standard  from  the  others. 

Second,  the  Award  was  in  the  main  against  the  principle  of 
the  eight-hour  day.  That  principle  in  all  its  fulness  involves  two 
conceptions  : — 

1.  That  a worher  shall  not  be  called  upon  to  work  more 

than  eight  hours  in  any  day. 

2.  That  the  eight  hours  shall  be  rechoned  continuously, 

thus,  if  a man’s  duty  starts  at  8 a.m.,  his  eight-hour 
day  shall  terminate,  if  no  meal  hour  is  provided,  at  4 
p.m.,  irrespective  of  the  fact  that  during  the  period 
between  8 a.m.  and  4 p.m.  he  may  not  be  worhing  or 
required  to  work  all  the  time. 

The  Award  dealt  exhaustively  with  all  grafies  of  workers,  and 
provided  for  a “ spreadover-’’  in  some  of  them.  What  a “ spread- 
over  ’’  is,  and  in  what  respects  the  labour  representatives  before  us 
objected  to  the  Carrigan  .\ward,  is  explained  below  : — 

Third,  the  Carrigan  Award  dealt  exhaustively  with  all  classes 
of  employees  in  railway  service.  The  Award  confirmed  a con- 
siderable  ‘ ‘ cut  ’ ’ in  the  wages  which  had  been  made  by  the  Rail- 
way  Companies  on  16th  August,  1921,  but  left  the  resulting  wage 
much  above  pre-war  level,  varving  from  100  per  cent.  to  200  per  ' 
cent.  Th’us,  the  lowest  paid  Porter  was  to  receive  42/9  under  the 
Award,  subject  to  reductions  as  the  cost  of  living  fell. 

The  men  demurred  to  the  Award ; a strike  was  threatened ; the 
Government  intervened,  and  in  February,  1922,  an  arrangement 
was  come  to  whereby  the  then  existing  wages,  hours,  and  condi- 
tions  were  to  be  retained,  with  slight  modifications,  to  the  15th 
August,  1922,  subject  to  a “ cut  ’’  of  two  shillings  a week,  which 
was  to  become,  and  did  beoome,  operative  on  the  15th  day  of  May. 

So  stands  the  question  to-day. 

We  now  proceed  to  give  our  opinion  upon  the  matters  in  dis- 
pute.  The  question  of  standardisation,  if  our  recommendation  of 
unification  under  State  ownership  takes  effect,  will  no  longer  be 
an  acute  one.  Formerly  the  Companies’  contention  w'as  that  it 
was  unjust,  for  example,  that  arailway  Porter  employed  at  Tralee, 
on  the  Tralee  and  Dingle  Railway,  should  receive  the  same  wages 
as  a porter  employed  at  Tralee  by  the  Great  Southern  and  Wes- 
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1 gus  dubhradh  nár  ehóir  an  pá  céanna  bheith  aca  araon  ; ós 
ud  é (1)  go  mbíonn  nios  mó  oibre  le  déanamli  ag  an  gcéad  duine', 
í igus  (2)  gur  fearr  a bhfad  a bhíonn  an  cólucht  mór  as  ná  an  cólucht 
>eag.  Ní  dóigh  linn  go  bhfuil  an  cliéad  chur  i gcoinnibh  ana- 
: éasúnta  agus  ní  aontuíonn  lucht  oibre  leis  an  dara  cur  i gcoinnibh 
n aon  chor  agus  do  chuireadar  san  ’na  luighe  orainn.  Má 
I naidhmtear  na  bóithre  iarainn  go  léir  beidh  an  bheirt  ghiolla 
id  sa  seirbhis  chéanna.  Dá  bhrí  sin  bheadh  deire  le  deifríocht 
dir  íir  sa  ghráda  chéanna  agus  sa  cheantar  chéanna. 


Ach  san  ani  gcéanna  sé  ár  dtiiairim  gur  ceart  deifríocht  éigin 
lo  dhéanamh  idir  bailtí  móra  agus  an  tuaith  agus  tá  an  lucht 
)ibre  sásta  leis  sin.  Dá  bhrí  sin  molaimid  an  tsli  a bhi  i bhfeidhm 
e iinn  smaclit  an  Rialtais  .i.  trí  dreamanna  do  dhéanamh  de 
uia  stáisiúin  agus  an  pá  do  shocrú  do  réir  an  dreama. 

Maidir  le  hociit  n-uaire  a chluig  sa  ló  glacfaidh  an  lucht  oibre 
e haimsir  deighilte,  “ i ngrádanna  agus  in  áiteanna  áirithe.” 
seo  sampla  d’  aimsir  deighilte.  Téidheann  gioUa  isteach 
ir  a 8 a chlog  agus  oibríonn  sé  go  dtí  a 12  a chlog  (cheithre  uair 
i chhúg)  ; scuirtear  é ón  a 12  go  dti  a 4 i).m.  tosnuionn  sé  arís 
ir  a 4 agus  fanann  sé  ag  obair  go  dtí  8 p.m.  Oibríonn  an  fear 
ían  ar  feadh  oclit  n-uaire  a chluig  agus  sé  a aimsir  deighilte  ná 
) 8 a.m.  go  8 p.m.  Ni  ceart  an  aimsir  deighilte  bheith  níos 
da  ná  dhá  uair  déag  a chluig.  Baineann  so  le  grádanna  áirithe 
imháin.  Níltear  toilteannach  an  aimsir  deighilte  do  chur 

bhfeidhm  imeasc  fear  na  traeneacii.  Táid  san  sásta  uair  a 
3hluig  sa  mbreis  d’oibriú  pé  uair  a iarrtar  oi'tha  é,  ach  caithfear 
)á  brei.se  do  dhiol  leo  as.  Ní  dóigh  linn  gur  ceart  aon  atharú 
lo  dhéanamli  air  sin  anois,  mar  ba  mhaitli  an  rud  é gan  aon 
easaontas  do  bheith  idir  an  lucht  oibre  agus  an  lucht  stiúrtha 
:é  láthair.  Ach  sé  tuairim  an  Choimisiúin  go  ndéanfadh  ocht 
i-uaire  a chluig  is  dachad  sa  tseachtain  (gan  aon  lá  bheith  níos 
,ia  ná  dhá  uair  déag  a chluig)  an  scéal  do  sliocrú  agus  molaimíd 
lo  bhféachfai  isteach  ann  arís  lá  eile.  Ní  aontuíónn  Tomás 
Mac  Eoin  leis  an  méid  sin  ámh. 


Ni  féidir  a rá  go  bhfuil  pá  na  bhfear  ró-áid  mar  níor  cuireadh 
lon  scrúdú  cheart  ar  bun  fós  chun  chostais  bheatha  d’iniúcha. 


Jaithfear  an  cheist  seo  do  chur  ar  ath-ló  go  dti  go  ndéanfar  an 
scrúdú  san  go  beacht  cúramach. 


Cúirt  Shocruithe. — Níl  aon  rud  is  táchtaí  ná  sli  do  cheapa  le 
;i-a  bhféadfaí  achrann  do  réiteach  gan  bheith  ar  na  fir  dul  ar 
dailc  ná  blieith  ar  na  cóluchtaí  dúna  ná  bheith  ar  aon  taobh 
dieith  ag  bagairt  ar  an  dtaobh  eile.  Tá  an  dá  thaobh  ar  aon 
lignc  gur  ceart  gach  ní  do  phlé  eatorra  féin  sara  nglaofar  isteach 
vn  triú  páirtí.  Sé  rud  adeireann  lucl)t  oibre  nách  gá  dhóibh  ná 
lon  taobh  eile  ach  an  oiread  glaca  le  mola  an  duine  a glaotar 
.steach  mar  sin.  Sin  bun-riail  an  [)hlean  a cuireadh  i bhfeidhm 
Sasana  (Acht  na  rnBóthar  larainn,  1921). 


t 
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tern  Railwaj,  ou  the  grounds  (1)  that  the  duties  of  the  former 
were  not  so  heavy,  and  (2)  that  the  Companv  was  financiallv 
unable  to  pay  the  same  rate.  Labour  strenuously  objects  alto- 
gether  to  the  latter  as  a good  ground  of  diíferentiation.  Under 
auy  unified  system  the  second  of  the  grounds  put  forward — which 
we  think  is  the  really  operative  ground — disappears,  for  both 
Porters  will  be  in  the  saine  service,  and  accordingly  we  thiuk  all 
differentiation  between  members  of  the  same  grade  in  the  saine 
locality  must  disappear. 

But  we  think  some  system  of  diff'erentiation,  based  on  locality, 
may  be  maintained,  and  in  this  labour  concurs.  Accordingly, 
we  approve  of  the  system  in  operation  during  Control,  w'hereby 
Stations  were  divided  into  three  classes,  with  a grading  of  wages 
according  to  class. 

As  to  tlie  eight-hour  day,  meaning  a continuously  reckoned 
eight-hour  day,  labour  is  willing  to  agree  to  a ‘‘  spreadover  ” in 
certain  grades  and  localities.  An  example  of  the  ‘ ‘ spreadover  ” 
is  as  follows  : — A porter  goes  on  duty  at  8 and  works  to  12  (4 
hours).  The  Company  put  him  off  duty  from  12  to  4;  he  resumes 
duty  at  4 and  works  till  8.  This  porter  works  for  8 hours.  From 
his  first  going  on  duty  at  8 a.m.  to  his  leaving  off’  at  8 p.rn.  is  w'hat 
is  called  the  ‘‘  spreadover.”  The  men  have  agreed  to  a ‘‘  spread- 
over  ” in  respect  of  certain  grades,  the  ‘‘ spreadover  ” in  such 
cases  to  be  limited  to  twelve  hours.  The  men  are  not  willing  to 
agree  to  any  ‘‘  spreadover  ” in  the  case  of  trainmen.  As  to  train- 
men,  Labour  agrees  to  work  9 hours  ])er  day  wdien  reqnested,  the 
extra  hour  to  be  ])aid  as  overtirne.  We  recommend  that,  in  ordei' 
to  niaintain  harmonious  relations  between  the  men  and  tlie  Com- 
]>anies.  no  diange  sliall  be  made  for  the  present,  but  the  Commis- 
sion  (Mr.  Johnson  dissenting)  are  of  opinion  that  a forty-eight 
hour  week,  subject  to  a twelve-hour  maximum  day,  would  rueet 
the  requirernents  of  the  situation,  and  recornmend  that  this  ques- 
tion  should  be  reviewed  later. 

As  to  w'ages,  no  serious  investigation  into  the  ‘‘  cost  of  living  ” 
and  its  causes  has  yet  been  set  on  foot.  We  cannot,  therefore, 
say  that  the  w^ages  at  present  paid  are  excessive.  The  whole 
rnatter  rnust  be  left  open  for  consideratiorr  when  a scientific  invcs- 
tigation  of  the  ‘‘  cost  of  living  ” has  taken  place. 

Conciliation  T rihunal .-—One  of  the  most  important  things  in 
connection  wdth  the  relations  between  employer  and  employed  is 
to  try  to  find  a plan  whereby  disputes  may  be  peaceably  settled 
wdthout  resort  to  strikes,  lockouts,  or  threats  of  either.  A prin- 
ci])le  agreed  iqxrn  by  both  sides  is  that  everv  conceivable  method 
of  discussion  and  negotiation  Iretw'een  the  men  and  the  employers 
should  be  exhausted  before  calling  in  any  third  party.  Labour 
contends  that  such  third  party’s  intervention  must  always  be  on 
the  basis  that  it  is  not  comj^ulsorv  on  either  side  to  accept  his 
conclusion.  This  ])rinci|)lc  underlies  the  verv  elaborate  niachinery 
set  II])  by  the  English  Railw'a.ys  .\ct  of  1921. 
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Tá  iarracht  déanta  againn  ar  an  mbun-riail  chéanna  bheith 
s i Chúirt  a mholaimíd  anois  ach  é bheith  i bhfuirm  rud  beag 
rios  simplí. 


Molaimíd  Fó-Bhórd  Eéitithe  do  chur  ar  bun.  Gach  achrann 
I o gearón  a bhaineann  le  haon  ghráda  no  le  haon  roint  amháin 
do  pléfi  roimh  an  Chiúrt  sin  ar  dtúis  é.  Do  bheadh  a leithéid 
ce  bhórd  ag  gach  roint,  roint  na  dtraeneacha,  roint  na  n-inneal, 
r )int  na  mbóthar,  roint  na  gcléireach,  &c.  Deichniúbhar  do 
t heith  ar  gach  fó-bhórd  réitithe  ; cúigear  ó lucht  oibre  na  roinne 
( ucht  na  roinne  a thoghfaidh  iad  san)  agus  cúigear  de  lucht 
tainistí  na  roinne.  Dob  fhéidir  leis  an  dá  thaobh  a rúnaidhe 
f;in  do  cheapa  agus  ni  gá  dho  san  aon  bhaint  do  bheith  aige 
Lds  an  seirbhis.  Bheadh  cead  ag  na  Rúnaitlie  bheith  láithreach 
a^  na  cruinnithe  agus  bheith  páirteach  .sna  díospóireachtaí 
ash  ní  bheadh  cead  bhótála  aca.  Nuair  do  theipfeadh  ar  Fó- 
I hórd  achrann  do  réiteach  d’fhágfaí  an  cheist  fé  Chomhairle 
C henerálta  an  Bhóthair  larainn,  ar  a mbeadh  ceathrar  ó gach 
ló-Bhórd  réitithe — beirt  ó gach  taobh.  Gach  uair  a bheadh 
c nst  pháidh  no  ceist  choiníollacha  dá  phlé  d’fhéadfadh  lucht 
o bre  oifigigh  a gcumann  do  clieapa  ar  an  gComhairle  in  ionad 
n a dteachtai  do  cuireadh  go  dtí  an  Fó-Bhórd  réitithe. 


Maidir  le  hachrann  go  mbeadli  baint  aige  le  níos  mó  ná  aon 
r )int  amháin,  d’fhágfaí  fé  Chomhairle  Ghenerálta  na  mBóthar 
I irainn  é ó thosach. 


Dáréag  a bheadh  ar  an  mBórd  Socruithe  Generálta,  ceathrar 
ó sna  bainisteoirí,  ceathrar  ó sna  cumainn  go  mbeadh  baint  aca 
leis  an  gceist  agus  ceathrar  ó lucht  úsáide  na  mbóthar  iarainn. 
lí  mar  seo  a ainmneofaí  an  ceathrar  deireannach  : — 

Duine  ó Chomhairlí  na  Tráchtála, 

Duine  ó Chomhairle  na  Talmhuíochta, 

Beirt  ó Cliódháil  Gaedhal-Chumainn  na  gCeárd. 


Tá  rud  níos  táchtaí  arís  ná  socrú  achrainn,  slí  do  cheapa  chun 
go  mbeadh  luclit  oibre  agus  lucht  stiúrtha  ag  obair  as  lámhaibh 
a chéile.  Molaimíd,  mar  sin,  coiste  le  h-aghaidh  gach  roinne 
d<  I bhunú  i ngach  ceantar,  agus  triúr  lucht  oibre  agus  triúr  lucht 
st  úrtha  do  bheith  ar  gach  coiste.  Seo  iad  na  rudaí  is  mó 
blieadh  ortha  a phlé  : — 

1.  Coiníollacha  na  hoibre,  Sláinte,  Cóireacha  i gcoinnibh 
ciotarann,  Aruis  Fuirinne,  &c. 


I 
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We  have  endeavoured  to  follow  this  principle  in  a somewhat 
simpler  form  in  the  Tribunal  which  we  suggest. 

We  reoommend  that  any  dispute  connected  with  a single  de- 
partment  or  grade  should,  in  the  first  instance^  be  referred  to  a 
Sectional  Conciliation  Board,  one  of  whose  functions  would  be  to 
try  to  reconcile  differences.  Tliere  should  be  such  a Board  for 
each  department — e.g.,  Traífic,  Locomotive,  Permanent  Way, 
and  Clerical.  Each  Sectional  Conciliation  Board  should  consist 
of  five  members  of  the  worhing  staff  of  the  particular  department, 
elected  by  the  staffs,  and  five  members  of  the  managerial  staffs  of 
the  department.  Each  side  of  the  Sectional  Board  should  have 
the  right  to  appoint  a Secretary  from  any  source  it  pleases,  in  addi- 
tion  to  the  elected  or  appointed  representatives ; the  Secretaries  to 
have  the  right  to  attend  all  meetings  and  take  part  in  the  discus- 
sions  but  not  in  any  decisions  thereon.  Should  the  differences 
not  be  reconciled,  the  dispute  should  be  submitted  to  a General 
Railway  Council,  composed  of  four  representatives  of  each  Sec- 
tional  Board,  two  from  each  side.  Employees  should  have  the 
right  to  appoint  on  this  Board,  when  questions  of  wages  and  con- 
ditions  are  beingdealt  with,  oíficials  of  their  Trade  Unions  in  sub- 
stitution  for  their  Sectional  Board  representatives. 

Where  disputes  cannot  be  adjusted  by  agreement  wdthin  the 
Railway  Council,  further  reference  to  the  General  Conciliation 
Board  may  be  made. 

As  to  a dispute  which  is  not  merely  sectional  in  its  incidence, 
this  shall  be  submitted  in  the  first  instance  to  the  General  Rail- 
way  Council. 

The  General  Conciliation  Board  to  consist  of  12  members, 
comprising  4 representatives  of  the  Management,  4 of  the  Trade 
Unions  concerned,  and  4 of  the  users  of  the  Railways ; the  latter  to 
be  nominated  as  follows  : — 

One  by  the  Chambers  of  Comraerce. 

One  by  the  Council  of  Agriculture. 

Two  by  the  Irish  Trade  Union  Congress. 

Of  perhaps  inore  importance  even  than  the  settlement  of  dis- 
putes  is  the  adoption  of  a plan  wdiereby  the  Staffs  and  the  Manage- 
ment  may  collaborate  in  the  work  of  *the  )indertaking,  such  a plan 
to  be  applicable  to  each  district  as  w^ll  as  to  the  system  as  a 
whole.  A w’ell-devised  scheme  of  this  nature  w^ould  tend  not  only 
to  prevent  disputes,  but  w’ould  greatly  help  towards  harmonious 
working.  We,  therefore,  recommend  that  there  should  be  estab- 
lishedin  each  district  Local  Departmental  Committees,  consisting 
of,  say,  three  persons  elected  by  the  Working  Staff  and  three  re- 
presentatives  of  the  Management._  The  subjects  to  be  considered 
bv  such  Local  Committees  should  include  : 

4/ 

1.  Working  Conditions,  Physical  Welfare,  Safety  Appli- 
ances,  Staff  Accommodation,  etc. 
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2.  Slite  feabhasuitlie  chun  iia  hoibrc  do  gliléasa,  Cóireacha 

chuii  aimsir  do  shábháil,  &c. 

3.  Molta  chun  an  Bhóthair  larainn  d’oibriú  níos  fearr, 

Bhásta  do  sheachaint,  &c. 

4.  Slán-iompar  i gcóir  earraí  agus  iuclit  taistil  i dtreo  go 

mbeadh  luigheadú  ar  éilimli  um  chailliúint  agus 

dhamáiste. 

Tuairimí  a thiocfadh  ó sna  Coistí  gur  bhíiú  a chur  chun  na 
]!omhairle  Generálta  ba  cheart  iad  a chur  chúichi. 

Sé  ár  dtuairim  gur  mó  an  tsuim  a chuirfeadh  lucht  oibre  na 
nbóthar  iarainn  san  obair  dá  mbeadh  plean  den  tsaghas  san  ann. 

Ní  mór  dúinn  a rá  go  bhfuilimíd  fé  mhór-chomaoin  ag  an 
Rúnaidhe,  Seosamh  Ingram,  i dtaobh  an  chonganta  do  thug 
ié  dhúinn  le  linn  an  iniúchta  so.  Ní  plamás  é sin.  Tá  fíor- 
íolas  ag  an  longramach  ar  gach  ní  a bhaineann  le  cúrsaí  bhóthair 
arainn,  agus  is  beag  duine  bheadh  chó  cliste  leis  ná  chó  dúth- 
achtach  agus  do  thabharfadh  seirbhís  chó  maith  dúinne  chun 
igiúirí  agus  uile  do  thabhairt  dá  chéile.  Bhí  beirt  eile  againn 
ón  Aireacht  um  Ghnóthaí  Economiceacha,  Seosamh  Gált  agus 
Seán  O Briain  agus  tá  mór-mhola  ag  dul  dóibh.  Is  é dian-obair 
. in  trír  sin  fé  ndear  deire  bheith  le  n-ár  gcuid  oibre  a bhfad  níos 
liisce  ná  mar  do  cheapamair  i dtosach. 


(Sighnithe), 

SÉAMAS  O CONCHUBHAIR. 
TOMÁS  MAC  EOIN. 

EUMONN  MAC  GIOLLAIASACHTA. 
SEOSAMH  INGRAM,  Rúnaidhe. 


í adh  Tnurhnasa.  1922. 
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2.  Improved  Methods  of  Organising  the  Work,  Labour 
Saving  Appliances,  etc. 

3.  Suggestions  for  the  more  efficient  Worhing  of  the  Rail- 
way,  Prevention  of  Waste,  etc. 

4.  Safe  Transit  of  Goods  and  Passengers,  and  consequent 
Reduction  in  Claims  for  Loss  or  Damage. 

Suggestions  frorn  such  Local  Coinmittees  having  a wider  appli- 
cation  should  be  sent  to  the  General  Raiiway  Council  for  con- 
sideration. 

We  are  of  opinion  that  a plan  of  this  kind  would  make  for 
greater  zeal  on  the  part  of  the  employees. 

It  is  no  mere  formal  expression  when  we  say  that  we  are  deeply 
indebted  to  our  Secretary,  Mr.  Ingram,  for  his  assistance  in  con- 
nectior.  with  our  investigations.  Mr.  Ingram’s  wide  knowledge 
of  Railway  affairs,  and  his  ability  and  industry  in  anaWsing  aird 
sorting  out  details  of  one  kind  or  another,  were  of  the  greatest 
possible  service  to  us,  and  he  was  weil  seconded  by  the  other  mem- 
bers  of  the  Staff  in  the  Transport  Department  of  the  Ministry  of 
Economics,  Messrs.  Gault  and  O’Brien.  It  is  due  to  the  hard 
work  put  in  by  these  gentlemen  that  our  task  has  been  finished  in 
a much  shorter  time  than  we  originally  anticipated. 

(Signed,) 

JA^IES  O'CONXOR. 
THOAIAS  JOHNSON. 

E.  AIcLASAGHT. 

J.  INGRAAI,  Secretaiw. 

9th  .áugnst,  1922. 
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MINORITV  REPORT. 


I am  in  agreement  with  my  Colleagues  in  tlieir  general  findings, 
hut  in  view  of  existing  conditions,  and  the  uncertainty  as  to 
iuture  developments,  I cannot  endorse  their  main  recommen- 
< [ation — State  Pnrchase. 

REASONS  AGAINST  STATE  PURCHASE. 

In  my  opinion  this  is  not  the  time  to  ask  the  Government  to 
I ndertake  such  a heavy  financial  burden,  indiípendent  of  the  fact 
that  the  conditions  in  the  Country  are  against  such  a course. 
] t is  impossible  to  say  what  the  Irish  Railways  are  worth  to-day . 
1 ío  Tribunal  that  might  be  set  up  could  arrive  at  a true  valuation 
i ntil  future  rates  of  wages,  conilitions  of  labour  and  quantum  of 
Railway  rates  have  been  stabilized.  The  claims  of  the  very 
I umerous  small  Shareholders  deserve  special  consideration  as 
iiany  of  theni  invested  their  all  in  the  Railways,  and  have  no 
c ther  source  of  income. 

STATE  RA1LWAYS  ABROAD. 

Evidence  was  given  as  to  the  working  of  the  State  Railways 
ia  Erance,  Belgium  and  Holland.  Holland  has  leased  her  Rail- 
V ays  to  private  Companies  at  a Rent,  retaining  the  right  of 
s ipervision  over  rates,  charges  and  facilities.  The  change  from 
S bate  to  Commercial  administration  has  been  entirely  satisfactorv. 
Sbate  control  in  France  and  Belgiurn  has  not,  apparently.  been 
s iccessful. 


BRITISH  CONTROL. 

During  the  period  of  Imperial  control  the  market  value  of 
I-ish  Railway  stock  fell  at  least  33|  per  cent.  (roundly 
£12,000,000  to  £15,000,000)  and  the  only  compensation  given 
by  the  British  Government  at  the  termination  of  control  was  a 
n iiserly  £3,000,000  out  of  which  the  Railway  Companies  are  now 
pirtly  paying  their  dividends,  instead  of  putling  the  money  into 
ronewals,  new  rolling  stock,  etc. 

IRISH  RAILWAYS  IN  1922. 

The  only  evidence  as  to  the  working  of  the  Railways  in  the 
c irrent  year  was  that  submitted  by  the  Great  Northern  Railway, 

vhose  manager  (Mr.  Bagwell)  gave  the  followi  ng  figures  for  the 
fí'st  fou''  months  of  1922. 

Gross  Railway  Receipts— Increase  87  per  cent.  over  1913. 

Worldng  Expenses  — Increase  170  per  cent,  over  1913. 
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the  other  Companies  did  not  give  any  comparative  figures  for 
1922,  and  there  is  no  reasoii  to  think,  that,  had  they  done  so,  they 
would  be  any  more  favourable  than  those  set  out  above.  It  is 
fairly  obvious  that  without  Government  financial  aid  the  Railways 
cannot  go  on  and  the  question  is — What  can  the  Government 
do  with  the  Railways  ? The  recommendations  made  later  on 
in  this  report  supply  my  answer. 


RAILWAY  RATES. 

I think  Railway  Rates  to-day  should  not  exceed  100  per  cent. 
on  pre-war  for  the  highest  class  of  goods  and  should  be  graded 
down,  proportionally  to  the  lowest  class,  in  fact  the  Great  Northeru 
(Ireland)  and  other  Companies  serving  the  Northern  Districts 
of  Ireland  have  already  lowered  their  goods  rates  to  100  per  cent, 
and  their  passenger  fares  to  75  per  cent.  over  those  in  operation 
in  1916.  The  other  Irish  Railways  have  not  reduced  their 
rates  and  they  stand  to-day  at  anything  from  95  per  cent.  to 
484  per  cent.  on  pre-war.  This  is  a burden  that  Irish  trade  and 
industry  cannot  bear. 

A witness  from  the  Department  of  Agriculture  (Mr.  P. 
MacNulty)  handed  in  a table  showing  the  advances  in  Rates  on 
certain  commodities  compared  with  1913.  I append  this  Table  : 


Coininodity. 

Raihvay  Company. 

Range  of  Increase. 
per  cent. 

Potatoes 

G.S.  & W. 

156  to  236 

Do. 

G.N. 

95  to  260 

Do, 

M.G.W. 

129  to  231 

Do. 

D.  & S.E.  ... 

170  to  484 

Butter 

G.S.  & W. 

155  to  218 

Do. 

G.N. 

97  to  144 

Do. 

M.G.W. 

133  to  158 

Do. 

D.  & S.E,  ... 

116  to  157 

Eggs 

G.S.  & W. 

128  to  158 

Do. 

G.N. 

93  to  124 

Do. 

M.G.W. 

119  to  145 

Do. 

D.  & S.E.  ... 

123  to  181 

Bacon 

G.S.  & W. 

156  to  159 

Do. 

G.N. 

116  to  473 

Do. 

M.G.W. 

129  to  181 

Do. 

D.  & S.E.  ... 

159  to  429 

Cattle,  Sheep  and  Lambs, 
per  part  truck 

G.S.  & W, 

154  to  166 

Do.  do. 

G.N. 

107  to  109 

Do.  do. 

M.G.W. 

124  to  166 

Do.  do. 

D.  & S.E.  ... 

125  to  179 

Cattle,  Sheep  and  Lambs, 
per  full  truck 

G.S.  & W. 

126  to  138 

Do.  do. 

G.N. 

100  to  100 

Do.  do. 

M.G.W. 

122  to  153 

Do.  do. 

D.  & S.E.  ... 

124  to  177 

22 


f 

■< 

I 


It  will  be  seen  that  even  potatoes,  a staple  article  of  Irish 
I food  has  gone  np  in  some  cases  to  484  per  cent.  over  pre-war. 

1 These  topsy  turvy  increases  of  rates  should  be  drastically 

modified  as  there  is  no  reason  why  one  District  or  one  Commodity 
I should  be  penahsed  so  that  another  may  benefit. 

I CLASSIFICATION  OF  GOODS 

I 

j It  is  essential  that  steps  be  taken  without  delay  to  simphfy 

, the  present  classification  of  Goods,  and  to  adopt  a modern  and 

scientific  system  of  Railway  Rates  composed  of  a Series  of  Mileage 
Scales  such  as  have  been  in  force  generally  on  Continental  Rail- 
ways  for  niany  years  past. 

; C.  & D.  RATES. 

'i  Carted  and  Dehvered  Rates  should  be  put  into  operation  for 

! towns  of  5,000  population  and  upwards.  Railways  worldng 

I from  Belfast  have  C.  & D.  Rates  in  operation  for  many  years, 

but  in  the  South  and  West  of  Ireland  thest'  rates  only  apply  to 
I Enghsh  Traffic.  This  facihty  would  greatly  help  Irish  Manu- 

j facturers  and  Traders. 

i WAGES. 

The  Secretary  of  the  N.  U.  R (Mr.  James  Birmingham)  in 
his  evidence  related  that  the  diíference  in  the  cost  of  hving  com- 
] pared  with  pre-war  is  as  follows  : — 

I 1914^203.  8|d.  1922— 48s.  9^- 

' The  figures  appear  to  have  been  taken  out  with  great  care, 

but  whether  they  are  accurate  or  otherwise  I am  not  in  a position 
' bo  judge,  and  if  they  are  found  to  be  correct  there  does  not  appear 

! to  be  much  room  for  reducing  wages. 

HOURS. 

The  strict  application  of  the  eight  hours  day  to  certain  sec- 
bions  of  the  workers  is  against  the  economic  working  of  the  Rail- 
ways.  The  Railway  Managers  stated  that  on  the  South  African 
ind  certain  European  State  Railways  the  enforcement  of  the 
3Íght  hours  day  has  been  modified,  and  a similar  modification 
3ould  be  applied  to  Ireland  without  imposing  hardship  on  the 
Workers. 


RECOMMENDATIONS. 

l.  Unification  of  Railways  in  the  Eree  State  Territory  with 
Government  control  for  a period  of  three  (3)  years. 

l A Railway  Board  to  be  appointed  consisting  of  : 

A Chairman  (a  Railway  expert) 

One  Representative  of  Agriculture. 
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One  Representative  of  Live  Stock  Interests. 

One  Representative  of  Manufacturers. 

One  Representative  of  Merchant  Traders. 

Two  Representatives  of  Railway  Workers. 

One  Representative  of  the  Irish  Treasury. 

One  Representative  to  be  nominated  by  the  Share- 
holders  of  the  G.  S.  & W.  Railway. 

One  Representative  to  be  nominated  by  the  Share- 
holders  of  the  G.  N.  Railway. 

One  Representative  to  be  nominated  by  the  Share- 
holders  of  the  M.  & G.  W.  Railway. 

One  Representative  to  be  nominated  by  the  Share- 
holders  of  the  remaining  Irish  Railway  Companies. 

3.  The  Irish  Government  to  guarantee  Railway  Dividends  to 

Shareholders  on  the  same  basis  as  what  they  received  in 

1921. 

4.  AU  present  Railway  Directors  to  be  retired  and  to  be  given  a 

reasonable  compensation  for  loss  of  office. 

5.  A Clearing  Office  for  through  booked  traffic  between  the 

unified  Railway  Systems  and  Railways  in  the  Northern  Ire- 
land  Area  and  in  Great  Britain,  to  be  substituted  for  the 
existing  Irish  Railway  Clearing  House,  and  to  be  under 
the  management  of  the  proposed  Railway  Board. 

6.  All  powers  of  Government  control  and  sujiervision  to  be 

centred  in  the  Ministry  of  Economic  Affairs,  and  the  exist- 
ing  powers  to  be  enlarged  if  found  necessary. 

7.  The  immediate  setting  up  of  a Rates  Committee  and  Staff  to 

deal  with  rates,  charges  clas.sifications  facihties,  also 
wages  and  conditions.  The  Committee  to  be  constituted 
as  per  recommendation  No.  2 and  to  automatically  become 
the  Railway  Board  on  the  Lmification  of  the  Railways. 

Pending  selection  by  the  Shareholders  of  their  Representatives 
on  Railway  Board,  the  present  Railway  Directors  to  nominate 
four  Representatives  to  serve  on  the  Rates  Conimittee. 


CONCLUSION. 

Before  the  period  of  control  would  be  at  an  end  the  Govern- 
ment  should  be  in  a position  to  decide  for  : — (a)  Continuation  of 
Control ; (b)  Permanent  Unification  under  Private  Ownership  ; 
(c)  State  Purchase. 

Without  a progressive  Railway  systeui  Ireland’s  Agriculture 
and  Industries  cannot  develop. 
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The  recommendations  outlined  above  may  achieve  the  desired 
result,  and  I beg  to  submit  them  for  the  consideration  of  the 
Government  of  the  Irish  Free  State. 


Signed.  MICHAEL  O’DEA, 


Dubhn,  August  1922. 


I wish  to  add  my  sincere  thanhs  to  our  Secretary,  Mr.  Ingram, 
and  his  staff  and  to  the  Department  of  the  Ministry  of  Economic 
Affairs  for  the  valued  assistance  afforded  the  Members  of  the 
Commission  on  Railway  subjects,  during  the  sitting  of  the  Com- 
mission. 


(Signed)  MICHAEL  O’DEA. 


APPENDIX  TO  IIEPORT  (VIDE  PAGE  14). 

Copy.  Midlaxd  Grb.at  Westerx  Eailw.w  of  Irel.^xd, 

GeXER.VL  ]\r.\XAGER’s  OfFICE, 

Bro.\dstoxe  St.\tiox, 
Dublix, 

• 27 th  Juhj,  1922. 

MD /108/352/14021. 

Dear  Sir, 

During  the  recent  public  proceedings  of  the  Insh  Railways 
Commission,  the  Chairman  ashed  me  to  -ascertain  whether  the 
Companies  would  agree  to  the  representation  of  Indust^  on  the 
Boards,  leaving  the  right  of  a casting  Vote  to  the  Chairman  for 
the  protection  of  the  interests  of  the  Shareholders,  provided  the 
Government  were  to  give  a qiiid  'pto  quo,  such  a,s  veiy  generous 
terms  to  enable  Grouping  or  Unification  to  be  carried  out. 

The  views  of  the  principal  Companies,  speahing  generally,  appear 
to  be  that  it  is  difficult  to  give  a specific  reply  to  the  inquirj 
submitted  without  better  information  of  the  details  of  the  scheme 
proposed,  but  that  the  principle  of  appointmg  Directors  without 
stake  in  the  funds  of  the  Company  concerned,  but  with  equal  rights 
of  controlling  the  affairs  of  the  Shareholders,  is  not  one  that  can 
be  approved  by  the  Boards. 

With  regard  to  the  representation  of  Industry  on  Eailvuiy  Boards, 
it  may  not  be  known  to  the  Commission  that  out  of  37  Directors 
of  the  four  larger  Companies  concerned  at  least  27  are^  directlv 
representative  of  the  great  industries  of  the  Countrj,  includmg 
Manufacturing,  Agriculture,  Ship-building,  Milling,  Banking  and 
Brewing.  It  would  be  an  entire  misapprehension,  therefore,  to 
suppose  that  in  the  selection  of  the  existing  Boards  the  claims  o 
the  Trading  and  Commercial  Community  who  are  the  principal  users 
of  the  EaiÍways,  have  been  overloohed. 

In  so  far  as  Grouping  involves  the  absorption  of  small  insolvent 
Undertahings  by  the  larger  Eailways,  a (Tovernmexit  annuity  oi 
grant  will  be  essential  to  obviate  loss  to  the  absorbing  Company, 
but  it  is  not  considered  that  assistance  granted  for  this  purpose 
should  caxTy  with  it  representation  on  the  Board  of  the  amalgamated 
conceim.  íf,  on  the  other  hand,  it  were  necessaiw  for  the  Govern- 
ment  to  afford  help  to  the  pvincipal  Eailways,  to  enable  them  to 
carrv  on  their  operations,  it  is  conceded  that  the  State  would  be 
entitled  to  a voice  in  the  administration  of  the  concern  affected,  but 
only  in  proportion  to  tbe  amount  of  the  aid  afforded.  If  the  subsidy 
granted  were  equal  to  twenty  per  cent.  of  the  annual  revenue  of 
the  Company,  the  Government  nomination  to  the  Directorate  should 
not,  it  is  contended,  exceed  one  in  five. 

If  this  basis  were  adopted,  the  selection  of  the  representatives 
would  naturally  fall  to  the  Government  to  whom  it  would  be  open 
to  nominate  individuals  who  would  be  qualified  not  merely  to  safe- 
guard  the  Nation’s  investment  but  also  to  advise  on  railwav’  matters 
direetly  affecting  the  trade  of  the  country,  if  so  desired. 

Yours  faithfully, 

(Signed),  M.  E.  KEOGH. 

•J.  Ingram,  Esq., 

3ecretary, 

Irish  Eailwavs  Commission. 
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SCHEDULB  NO.  1. 


''l' 


S CATEMENT  SHOWING  PARTICULARS  OF  THE  IRISH  RAILWAY 
COMPANIES,  WITH  THEIR  GAUGE,  ROUTE  MILEAGE,  AND 
AMOUNT  OP  CAPITAL  ON  WHICH  INTEREST  OR  DIVIDEND 
IS  PAYABLE,  AS  AT  31  st  DECEMBER,  1921. 


Name  of  CoaíPANV. 

Route  Miles. 

Capital  on 
which 
laterest  or 
Dividend 
is  payabl©. 

STANDARD  GAUGE— 5 ' 3' 

M. 

CH. 

£ 

. Belfast  and  County  Down 

... 

.HO 

— 

1,349,787 

\ Carrickfergus  Harbour  Junctioii 

... 

— 

74 

7,230 

[.  Cork,  Bandon  and  South  Coast 

... 

73 

70 

890,556 

K Bantry  Extension 

... 

11 

20 

105,000 

).  Clonakilty  Extension 

« 

... 

— 

60,000 

>.  Cork  Citv  Railways 

... 

1 

23 

139,300 

I.  Dublin  and  South  Eastern 

... 

133 

14 

2,461,782 

b City  of  Dublin  Junction  ... 

1 

23 

424,230 

Dublin  and  Ringstown 

« • • 

8 

5 

411,000 

).  New  Ross  and  Waterford 

• • • 

13 

39 

100,000 

l.  Dundalk,  Newry  and  Grenore 

... 

26 

68 

387,500 

2.  Great  Northern  (Ireland)  ... 

... 

562 

8 

9,260,970 

3.  Great  Southeru  and  Western 

... 

977 

8 

14,236,836 

i.  Atheniy  and  Tuam  Extensiou 

... 

16 

78 

100,000 

5.  Fishguard  and  Rosslare 

103 

54 

1,737,864 

6.  Soutliern  Railway 

• • • 

24 

22 

298,873 

7.  Tralee  and  Fenit  ... 

• • • 

8 

49 

58,360 

S.  Midland  Great  Western  ... 

• • • 

516 

31 

6,549,728 

9.  Ballinrobe  and  Claremorris  ... 

... 

12 

48 

71,640 

0.  Loughrea  and  Attymon 

• • • 

9 

7 

54,445 

1.  Midland  Northern  Counties  Committee  - 
Standai’d  Gauge 

— 

201 

55 

\ 5,650,000 

Less  than  Standard  Gauge 

... 

63 

51 

j 

2.  Sligo,  Leitrim  and  Northern  Countie» 

... 

43 

21 

486,781 

3.  Timoleague  and  Coiu’tmacsherry  ... 

• • • 

9 

— 

35,000 

4.  Cork  and  Macroom  Direct 

... 

24 

40 

211,830 

5.  Dublin  and  Blessington  Steam  d’ramwaj' 

... 

15 

73 

97,100 

0.  Blessington  and  Poulaphouea  Steam  Tramwav 

4 

54 

25,0íMI 

7.  Waterford  and  Tramore  ... 

... 

1 i 

20 

69,100 
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SCHJiDULE  No.  1. — con. 


STATEMENT  SHOWING  PARTICULARS  OF  THE  IRISH  RAIL\\A\ 
COMPANIES,  WITH  THEIR  GAUGE.  ROUTE  MILEAGE.  AND 
AMOUNT  OF  CAPITAL  ON  WHICH  INTERESl’  OR  DI\  IDEND 
IS  PAYABLE,  AS  AT  31st  DECEMBER,  1921.— co/í. 


Name  of  Companv. 

Route  Miles. 

1 

Capital  on 
which 
Interest  or 
Dividend 
is  payable. 

— 1 

LESS  THAN  STANDARD  GAUGE. 

28.  Ballycastl0  Railwav 

M. 

16 

CH. 

11 

£ 

89,809 

29.  Bessbrook  and  Newrv  Tramwav 

. . . 

3 

— 

15,000 

30.  Gastlederg  and  Victoria  Bridge 

... 

7 

12 

24,580 

31.  Cavan  and  Leitrim 

... 

48 

58 

194,685 

32.  Clogher  Valley 

... 

37 

— 

123,310 

33.  Cork  and  Muskerry  Light 

... 

17 

60 

75,000 

34,  Donoughinore  Extension 

. . . 

8 

40  1 

33,000 

36.  Cork,  Blackrock  aiid  Passage 

16 

— 

426,270 

36.  Gounty  Don^al  Joint  Committee  ... 

... 

90 

r>  ■]  ' 

i 

491,091 

37 . Strabane  and  Letterkenny  . . . 

... 

19 

17 

239,306 

36.  Liatowel  and  Ballybunion 

... 

9 

20 

33,000 

39.  Londonderry  and  Lough  Swlly 

82 

40 

144,653 

1 

40.  Letterkenny  Rail\Tay 

... 

16 

40 

143,359 

41.  Schull  and  Skibbereen  Light  Railwav 

... 

14 

60 

57,000 

42.  JValee  and  Dingle  Light  Railwav  ... 

• « ♦ 

38 

— 

70,000 

4S.  West  Clare  Railwav 

♦ • • 

27 

— 

J 80,000 

44.  South  Clare  Railway 

... 

26 

— 

140,000 

46.  Dublin  and  Lucan  Electric  Railway 

... 

•• 

é 

40 

65,330 

46.  Giant'»  Gauseway  aiid  Busli  \ allev 

Railway 

8 

40 

50,500 

Standard  G auge 

... 

2,896 

24 

Less  than  Standard  Gauge 

... 

558 

Adjustineut  in  respect  of  duplicatious  (deduct 

) 

47,875,824 
? 1,022,500 

Total 

. • • 

3,454 

24 

£46,8.53,324 

COLLlERY"  RA1L\VAYS  CONSTRUCTED 

BY  GOVERNMENT. 

Route  Miles. 

Cost  oí 
Construction 

Ai>trPTMl  Vt  #1 1 1 V\.’íi  V í 

M . 

4 

<H. 

18 

V 

60,000 

A.iigna  V aiiey  xvaiiwav  ) ••• 

íif»l^TTT  OiT*  í%  1 1 AIV  Jí  ... 

3 

160,0<»0 

AVcUlVTCJ'^  »f  » ••• 

W’olfhill  Railwav  (5  3") 

• • • 

1 

4 

125,0(M» 

Arigna  Valley  Hailwav  (Il'  0") 
CaRtlecomer  Railwav  (5' 
Wolfhill  Railway  (ó  W) 


24  25 


345,000 


ScHaDULt:  No.  2 (a). 

1U1U)\ÍVLLV  (írAHAXTLEI)  LL\KS  OF  WHfCH  'niE  OIVIDEXDS  AHK  (írAHANTEED  ÍN  FEÍíHETriTV  UNDElí 
THE  ’rHAMVVAVS  AND  HUHLIC  COMICVNIES  ACT,  1 SS:C  THE  THEASUHV  HAVINO  I NDEHTAEEN  TO 

UOIN  I’Hl  HL  JI’J,  JJ’  iN  ^ , l t'  lU  V >1  A.\  I AU  .\I  W I'  ::  iru;  \ l\i\  l . iVjt\  .'-\rs  a I.  IVI  \ M'  iiir-  I.nii' 

VV  CÍUAH  ANTEED  CAHHrAL. 


Houth  Mileacíi:. 


HAILWAV 

OH 

SEC'rH  )N  ( )E  H A I LWA  V. 


Staiidanl  than 
Oango.  Standard 
Chuiíie. 


!M.  CK 

Ballinrohe  and  (Mareniorns  ...  12  0 

Cavan  and  Leitrim 

Cloglier  Valloy  ...  ...  - — ■ 

Cork  and  Miiskerry  ...  — 

Donouglimoro  J^Ixtension  ...  — ■ 

Dublin  aiid  Id.essington  ...  15 

Great  Soutliern  and  AVesíern  : — - 

Hoadford  & Kemnare  Section  H)  5tí 
West  Kerry  (Ivillorglin  and  2t>  (10 

A'alentia  Section). 

Collooney  & Swinford  Seetion  20  40 

CiaremoiTÍs  and  Swinford  1 7 40 

Section. 

Louglirea  and  Attymon  ...  9 0 

Scliull  and  Skibbereen  ...  ■ — - 

Sonth  Clare  ...  ...  — • 

Timoleague  and  CourtmacsJierry  9 0 

Tuam  and  Claremoriis  ...  16  78 

West  Clare  ...  ...  — • 


17  40 

9 0 


9 0 

16  78 


w.  (UC 

48  58 

:17  o 
17  60 

8 40 


1 4 60 

26  0 


27  0 


I (íuaran-  Hate  Maximum 

I teed  per  Treasury 

I Caj)ital.  Cent.  Lial)ility. 


£ 

71,646 

194,685 

12:b:jJ0 

75.000 

50.000 

40.000 

60.000 

70.000 

80.000 

40.000 

54,445 

57.000 

120,000 

35.000 

98.000 
16:1,500 


158  27  179  58  £1,312,580 


3,894 

2,466 


1,200 

1,400 


1,089 

1,140 

2,400 

700 

L960 

3,270 


' Hesult  í)f  Workine,  ' 
; 1 92 1 , 

' including 

Governmeut 
(k)mpensation. 

I 

Hrofit.  Loss. 

1 

'rrcasury 

Uontrihution 

in 

resj)ect 

of 

Dividend, 

lí»21. 

Chargo  to 
( Juarantecing 
Arca 

in  rosj)ect  of 
Divideiul 
and  Deíicit 
in  Working 
Exj)enses, 
1921.* 

£ 

£ 

£ 

£ 

I L763  (I920) 

— ■ 

í)0í)  (1920) 

909  (1920) 

! :í24 

— . 

3,6:iO  (1920) 

.5,823  (1920) 

I 

4 88 

2,4(i6 

4,187 

I 3,239 

256 

256 

:142 

(>(Hí 

942 

I — ■ 

1,514 

800 

2,714 

i 

— 

2,175 

1,200 

1,20(»  (B) 

— • 

3,992 

1,4(M) 

1,400  (B) 

, 

■ 

— (A) 

I 1.722 

— ■ 

— 

9ÍM»  (I920) 

800  (1920) 

800  (1920) 

— - 

2,i:i2 

1,140 

3,842 

— . 

2,876 

2,400 

,5,275 

— . 

H()3 

700 

1,913 

3,45)4 

1 

198  (1920) 

— (A) 

66 

2,493 

3,981 

15,478 

14,382 

1 

£1,096 

j £19,0?5S 

£33„309 

Sched 

BARONIALLV  OUAHANTEED  LINES  XOT  SUBJECT  TC)  THEASURV  SUBVENTION. 


RAILWAV 

()R 

SECTION  ()K  HAiLWAV 


1.  Bclfast  and  County  Down  : — 

Dowiij)atrick  and  Ardglass 

2.  Bnrtonj)ort  Extension 

3.  Camdonagli  Extonsion 

4.  CUirricIifergus  Harbour  .Juuction 

5.  (íreat  Northoru  (Ircland): — . 

Ardeo  Brancli 

6.  Círeat-  Southern  and  Western  : — 

Cashel  Extonsion 
Kanturk  and  Nowmarket 

7.  Strahano  aiid  Lotterkenny  ... 

S.  'rralee  aiirl  Diuglo  ... 

9.  'Fi'alee  and  Eenit 


Route  ]) 

Standard 

C.fauge. 

JlLEAGE. 

Leas 

than 

Staiulard 

(xauge. 

Guarantoed 

(5ipital. 

! 

Rato 

j)er 

Cent. 

1 

Result  of  WorkÍiig,  | 
1921,  1 

iuciuding  1 

Government  i 

(^omj)ensation. 

Hroíit.  Loss- 

M.  UH. 

M.  C’H. 

£ 

£ 

£ 

1 

£ ! 

8 5 

— - 

I7,(MM) 

_ , 

1 

717 

— . 

49  56 

5,(MM) 

4 

3,873 



. — . 

18  40 

5,000 

4 

1,401 

, j 

0 74 

— ■ 

(í,.500 

5 

— 

5 

5 0 

— • 

32,000 

-h 

— • 

362 

5 67 

. — . 

.35,000 

4 

, 

124 

5 0 

— • 

40,000 

4 

83 

— . 

1 8 73 

1 7,510 

4 

2,818 



— 

38  0 

-I0,0(MI 

4 

— 

3,40í) 

8 49 

— • 

:ío,ooo 

1 

5 

LISS 

— . 

1 

i 

1 

9,250 

5,0ÍM) 

33  35 

125  9 

£228,010  ! 

i 

£4,250 

Charge  to 
( luaranteeing 


in  respect  of 
Dividend 
and  Deíieit 
íu  Working 


1,400 

1,372 

700 

Vm  (C) 
1,500  (D) 


£ ! 1 ,55S 


' . . o - - - — ' .1. 

(C)  1h’casury  Liabjiity  redeomod. 

(D)  (íuarantoo  oxpired  5th  July,  1922. 

* \\  horo  tho  amnunt  of  tlio  rato  iii  resjioct  of  the  (luarantec  cxcceds  (id.  iu  ího  £ pa\iiicuts  aro  mado  from  tho  Local 
'raxation  Account  to  the  Ouarautooiug  Aroas,  uudor  Soction  58  of  ího  Local  (iovornment  (Ircland)  Act,  of  a sum  Ofjual  to  oiic- 
half  of  the  oxcess.  If  the  amount  j)aíd  uiidor  this  Soction  to  the  J.ocal  'Faxation  (írclaud)  Accouut  is  iu.sumcient  to  moct  tho 
sums  |)ayahlo  tiieroout  undor  tliis  Section,  tlieso  sums  shall  be  j)roporí ioiiatclv  al)atefl.  'riic  [)aymciiís  to  tlio  U uaraiiteciic'  Areas 
undcr  the  Section  amount  to  approximaíe!y  £lu,000  j)er  ammm.  " ' ‘ 


